





JanvuaRY.15, 1886] 


THE RAILROAD GAZETTE. 














FRIDAY, JANUARY 15. 








Third Report of the New York Railroad Commission. 


From advance sheets of this report we make the following 
abstract : 
GENERAL SITUATION, 

Another fiscal year of unprofitable business for the great 
transportation lines of the state has been recorded. 

Many roads reduced their dividends as compared with pre- 
vious years. Others barely earned their fixed charges and 
seven* succumbed entirely, passed into the hands of a receiver 
or are going through foreclosure. 

Excessive competition between the great trunk lines, bor- 
dering upon war, prevailed throughout the year. The aver- 
age rate on grain from Chicago did not probably exceed 15 
cents per 100 Ibs; at times it was as low as eight. Corre- 
spondingly low charges obtained for other commodities. 

The agreement to maintain rates, known as the trunk-line 
‘** pool,” from constant violation by ore road or the other, 
practically fell to pieces. The various steps resulting in this 
disruption need not be narrated here. It is sufficient to say 
that the immense losses incident to such a condition of affairs, 
rendering railroad property very generally unproductive, 
besides introducing all sorts of fluctuations and unjust dis- 
crimination as between shippers, have led to the formation of 
another pool or agreement. 

The agreement is long and elaborate. Very important de- 
tails, however, are still to be worked out—for instance, as to 
the proportion or allotment of freight to each road. 

The chief difference between 1t and the previous trunk-line 
agreement, other than in the method of carrying out details, 
is, that this one provides for settling any excess that a road 
may carry over its allotted ——- by a money payment, 

whereas the previous pool provided that the excess of freight 
should be turned over bodily or ‘‘ diverted” to the roads who 
were bebind their allotted percentage. 

The serious abuses growing out of this diversion of freight 
led to the complaints elsewhere alluded to and described. 

How long this compact will last no one can say. Judging 
from the invariable disruption of those preceding it and from 
the fact,that there is neither an‘inherent nor extraneous power 
to compel obedience to 2 (its maintenance depend- 
ing entirely upon the gc faith of the parties thereto), a 
short life might be confidently predicted. 

On the other hand, the results of the last unregulated com- 
petition have been so utterly disastrous that the railroad 
managers representing these vast properties shrink more 
than ever from bringing it upon themselves again. The 
probabilities of the maintenance of the pool, therefore, are 
greater than heretofore, provided always that its great 
pewers are exercised toward the public with wisdom, discre- 
tion and justice. 

The Board does not deem it necessary here to enter into a 
discussion of the legal status of pools, or of the circum- 
stances and business exigencies which have given rise 
to them. For an exposition of this subject you are re- 
ferred to page 77 of the appendix of the last annual report. 

Perhaps the most important and significant event, so far as 
this state is concerned, and indeed very far reaching in its 
results, has been the absorption of the New York, West Shore 
& Buffalo Railway by the New York Central & Hudson 
River Railroad Co. * * + * * * 

This transaction has afforded the text for a great many re- 
flections, condemning or approving, depending upon the point 
of view from which it is regarded. 

It was approved by the stockholders of the New York Cen- 
tral Railroad asa necessary protection for their property, 
although the board of directors were under no necessity of 
asking their consent, it being claimed that the law gives that 
body the power to issue bonds, lease other roads or guarantee 
the bonds of other roads, without any expression of approval 
or the reverse from the stockholders ; powers, the curtailment 
of which this Board has recommended twice to the Legisla- 
ture without avail. 

Whatever else may be said about the transaction, it certainly 
emphasizes and fulfills the predictions of the Board in its re- 
marks upon the building of new and unnecessary railroads 
upon parallel or identical routes of old ones. 

SUMMARY OF BUSINESS OF THE YEAR. 


. An enormous business§’was done last year, as heretofore, 
notwithstanding the unprofitable rates. 

The totals for all roads and the details for each, are given 
with great particularity in the second volume of this rep prt. 
A few of the grand totals and most important final results 
are given here as follows: 


Grors earnings fiom operation 1885. 1884. 
BY LS RE - $111,632,961.97 $120,227,871.72 
Operating expenses .... ..... 77,175,826 .01 83,240,858 .36 


Net earniugs from op 
Oe casts beta easneds 
Income from other sources 
than operation of road...... 

*Interest paid and accrued... 


34,457,135 .46 


6,244 808.50 
24,844,451 92 


36,987,013 .36 


6,237,025 47 
26.817.711.62 





WIE sicwcet cheeses: cnuesenas 4.874,334.55 4,8040.323.28 
*Dividends declared ... 10,455,865 84 17,946,259 32 
ee eae ee 3,502,337 71 10,471,322 .60 
Stock and debt ....... ... ..+-1,292 395,822 44 1,271,380,638.92 
Cost of road and equipment. .1,175.948,066.05 1,163,905,127 .82 


Percentage of gross income 
to cost of road and equip- 


ER TEE ARES 3.46 3.70 
Percentage of net income to 

capital stock —ss ww. wenn, 1.09 1.18 
Percentage of dividends de- 

clared to capital stock..... 1.60 2.76 
Miles of road built in New 

eee 7,311.40 7,317.04 
Tons of freight carried one 

ON PS SS TEESE 2 9,902,683,295 9 326,068,865 

Increase in 1885 of 6.18 per cent 

Average freight earnings per 

ton per mile (cents) ..... .. 0.73 0.83 
Average [reight expenses p r 

ton per mile .. ee omits 0.52 0.60 
Average freight profit per 

| ee 0.21 0.23 


Passengers carried one mile 
(exclusive of elevated 
ER Re eee ee 

Increase in 1885 of 5.61 per 

Average passenger earnings 


1,834,580,425 
cent, 


1,737,103,087 


per pass. per mile (cts.) ... 2.13 2.42 
Average passenger expenses 

per pass. per mile (cts.) ... 1.39 1.56 
Average passenger profit per 

pass. per mile (cts.).. . . .. 0.74 0.86 





* Includes respectively interest and dividends 


paid by lessors 
from rentals received from lessees a: follows : 


1885. 1884. 
ed. cctis cent ss cusaneesse $5,031.909.98 $3,827.045.71 
Dividends............ 3,308 472.60 


3,427,453 34 


* Lackawanna & Pittsburgh; “Sprin ville & Sardinia; Tona- 
wanda Valley & Cuba; Rochemer & Pittsburg! ; Brooklyn, Flat- 


CANALS, 


The Board, in its First Annual Report and also in its last 
annual report, calls the attention of the Legislature to *‘ a 
serious danger threatening to destroy all competition by 
water routes.” The Board again calls the attention of the 
Legislature to the fact that some railroads of the state have 
a form of contract that shippers over their roads are re- 
quired to sign, in order to get the lowest freight rates. This 
practice the Board condemns as against the right of every 
citizen to the benefits of the canals he is taxed to maintain. 
Free competition by the canals with railroads should be 
jealously maintained. The Board prepared a bill to prevent 
this a by railroads, but it failed to pass the Legislature 
of 1885. 

ed ok cad ne aK ca 


* * 


QUARTERLY AND ANNUAL REPORTS. 


The adoption by the railroads of this state of the system of 
quarterly and annual reports, recommended by the Board, 
which involved a new system of railrcad book-keeping, has 
been watched with solicitude as to the final results. The 
Board has been greatly aided in perfecting the system by the 
cordial co-operation of the railroads, and now believes that 
this uniform system of book-keeping is the best yet devised 
for the public and the corporations. 

There has been great improvement in the general account- 
ing of the companies; reports showing financial condition as 
well as operation are now generally correctly made, whereas 
a year ago this was the exception and not the rule. It is all 
the more satisfactory in view of the adoption of this new sys- 
tem of book-keeping. 

The form used for guts reports shows a comparison 
between each quarter of the current year and that of the pre- 
vious year. These are published in Vol. II. of this report, 
and present a very interesting comparative table of the fluc- 
tuations in raiJroad operation during the various quarters, as 
well as the variations in the financial condition of the com- 
panies from time to time. 

The new form for annual reports adopted by the Board is 
used for the current year for the first time. The business of 


as to show comparison with the current year. It has not 
been possible to re-distribute all the figures of 1884 under the 
new headings, so as to show the business of that year exactly 
under the various sub-divisions, but great care has been 
used, and the final results are believed to be accurate. 

The changes of the new form are various. One, for in- 
stance : the cost of carrying under the old form was based 
upon the percentage of the passenger or freight expenses to 
the revenue received from transportation of passengers or 
freight only. Underthe new form, passenger earnings re- 
ceive credit for mail, expressand a just proportion of mis- 
cellaneous earnings. The passenger expenses, which include 
the expense of securing these extra earnings, are charged 
against the gross amount instead of against the receipts from 
passengers only. Bythis method, the profit from carrying 
passengers will be shown to be much greater than hereto- 
fore. he saine is true of freight traffic in receiving credit 
for its proportion of miscelianeous earnings. Again, old ma- 
terial sold has heretofore been entered as a miscellaneous 
earning, and passenger or freight traffic did not benefit by 
it. Under the new system the receipts from such sales are 
deducted from operating expenses, eevetey reducing the cost 
of carrying. The justice of this is apparent, as the new 
material used in repairs is charged to operating expenses, 
and, therefore, the revenue received from sale of the old 
should go to reduce the cost of the new. 


ACCIDENTS. 


The very great diminution in the number of accidents 
during the year 1s a cause for hearty congratulation. 

Probably for the first timie since railroads have been run 
within the stateof New York van it be said that a year has 
elapsed without a single passenger being killed from causes 
beyond his own control. Such was the fact for the fiscal 
year ending Sept. 30, 1885. 

The Board is convinced that its system of inspections, of 
investigating accidents and of requiring railroads to adopt 
certain well-recognized means of safety, both as to their 
rules and as to their appliances, have had no little to do with 
this result 

Accidents are expensive, particularly if they cannot be 
hushed up. Railroad managers are more and more im- 
pressed with the fact that expenditure necessary to prevent 
them is money well spent. 

The record for the year ending Sept. 30, 1885, as com- 
pared with the two previous years, is as follows : 


——1885.——. ——-1884.— — ——-1883.-- 

ln- In- In- 
Kill’d. jured. Kill’d. jured. Kill'd. jured. 
Passengers....... 13 99 25 187 40 194 
Employés......... 137 TL 147 799 175 722 
Others 261 266 309 233 28 250 
WOR s cossias 411 1,136 481 1,219 495 1,166 


This shows a steady decrease in the number killed since 
1883, being 84 less than in that year and 70 less than in 
1884. The decrease in the number of passengers killed is 
very remarkable, there having been but 13 killed in 1885 
from all causes, as against 25 in 1884 and 40 in 1883. The 
decrease in the number of passengers injured is equally 
striking, there having been but 99 injured in 1885, as 
against 187 in 1884 and 194 in 1883. 


REFERENCES AND COMPLAINTS. 


During the twelve months ending Sept. 30 the Board has 
considered and disposed of five references by the Legisla- 
ture and numerous complaints preferred by cities, towns, as- 
sociations, individuals, etc. 

The determination in these matters will be found in the ap- 
pendix, to whieh reference is made for a full exposition 
thereof. 

The Board has also been able to act as an intermediary or 
peacemaker, through which several very important dif- 
ferences have been brought to an amicable and satisfactory 
termination without either the intervention of the Legisla- 
ture or the courts. 

This was conspicuouly so in the negotiations between the 
authorities of the New York Central road on the one hand, 
and a committee of merchants on the other representing the 
dry-goods trade throughout the country. After a_ hearing 
in the case, a report was made by the Board sustaining the 
complaint. The Board is satisfied that this function of com- 
posing troublesome differences can be beneficially exercised. 


TRANSPORTATION AND FREIGHT RATES, 


The Board has but little to add upon this important sub- 
ject to what it has already reported to preceding Legisla- 
tures, and to its views expressed in the cases deciaed. : 

It is but proper, however, to note that the complaints with 
regard to the rates of freight for the last year have not 
been so numerous. This arises probably frcm three causes: 

First—The rates throughout that large portion of the 
state traversed by the trunk lines have been so very low, 
in consequence of excessive competition, as to have caured 
no ground for co »plaint; and 


have his grievance promptly investigated and mi 


for a 


1884 has been re-tabulated to conform to the new system, so | P 





rson to 
ie public, 
has led to the settlement of the differences without appeal in 


missioners, rendering it possible for any aggrieved 


many cases. 


Third—The determination of one case acts as a precedent 
t many. 
Ou the other hand, however, it is not fair to assume, be- 


causé formal complaints are pot constantly lodged with 
the Board, that grievances in this particular do not exist. 


So powerful is thequnfriendliness of a railroad corporation 
to a shipper, that the latter will frequently submit to many 
annoyances rather than complain, for fear of the sailroad’s 
resentment. 

One of the most exasperating customs of some railroads is 
to ignore the complaint, or request from a shipper for small, 
and sometimes for very considerable, overcharges and recla- 
mations. Letters are not answered, the grievance is not in- 
vestigated, and finally the shipper is discouraged into letting 
the matter drop. 

Another grievance arises from the raising of freight rates 
without notice by some railroads. A snipper, su ing he 
knows the rate of freight to a particular point, makes a trans- 
action based upon the tariff rate. After shipping his goods, 
he finds it has been raised without notice to him, and very 
possibly to an extent to wipe out his profit and perhaps in- 
volve a loss. 

Should this practice become the cause of complaint, a law 
prohibiting the raising of freight rates, except after public 
notice of, say, ten days, would be just and expedient. 

That a railroad should have the privilege of reducing rates 
without notice, is another question. 

For the purpose of maintaining profitable rates, however, 
the railroads constituting the trunk line pool would probably 
be very willing that federal legislation, sagtealie to all, 
should be enacted, requiring notice before reducing. 


PHYSICAL CONDITION OF THE RAILROADS, 


It is with much pleasure that the Board reports that the 
hvsical condition Fy the railroads of the state has greatly 
improved within the last two years. 

Your attention is particularly called to the inspection re- 
ports in the appendix. The improvement in the condition of 
the rails, ties, ballast, ditching, etc., and rticularly 
bridges, ismmarked. The system adopted by the Board of 
making a minute inspection of the roads and bringing the 
results to the attention of the presidents and boards of direc- 
tion, has, in most cases, had the beneficial effect hoped for. 
The occasion»1] disregard of these officers as to the ce- 
teriorated physical conditiou of thei property generally 
arises from ignorance rather than from i difference to pub- 
lic safety. The superintendent, on the other hand, shrinks 
from too great persistency in his demands for money to im- 
prove his rvad, for fear of being regarded as extravagant and 
of losing his position. Cbances are thus taken of the trains 
running safely until better times, which are entirely unjusti- 
fiable. The interposition of the state here is most beneficial. 
The superintendent is protected and the board of direction is 
placed under a responsibility to put the property in at least 
safe condition, which few care to disregard. 

With regard to Ventilation of Passenger Cars, the Board 
repeats its last year’s statement that its efforts to improve it 
receive very little encouragement from the railroads. 

As to Automatic Freigh+ ee a the Board recites 

the results of the tests made by the Massachusetts Board and 
those at Buffalo by the Master Car-Builders’ Association, 
and says: 
‘‘Ipasmuch as the state of New York has a greater in- 
terest in this subject than any other, from the fact that there 
are a far greater number of cars coupled and uncoupled 
within her borders than within those of any other, this Board 
deems it proper, before the law gues into effect, to have a 
series of practical tests made under its supervision, after due 
notice to all parties interested, und will proceed so to do in 
in the spring or early summer of this year. 


SAFETY APPLIANCES. 


The attention of the Board is frequently called to the con- 
sideration of safety appliances, both of those already in use 
and particularly of new inventions. The Board considers 
them all and, of some, makes a personal examination at the 
place where they are in operation. Ithas been unwilling 
to positively recommend any for adoption (in the sense of 
using its powers of compulsion), except those which, by uni- 
versal consent, are rec ized as necessary for safety, and 
have passed beyond the realm of discussion—as, for instance, 
the air-brake, the Miller platform, ete. It calls the attention 
of railroads to others, however, from time to time, and 
recommends a trial with a view to adoption if found prac- 
ticable. 

While the Boardfrecognizes that there are many devices 
which are improvements, and which should and eventually 
will be edopted, it feels it wiser’ to make haste slowly in this 
direction, preferring to let actual trial and practical expe- 
rience demonstrate their utility. 

The Board repeats the recommendations for new railroad 
legislation which it made last year, with some additions. 








Sontributions. 


Locomotive Check-Valves in Collisions. 





To THE EpITOR OF THE RAILROAD GAZETTE : 

Referring to your editorial note in the Gazette of Dec. 25 
last, are not your strictures on master mechanics a little un. 
just ¢ 

Is it not likely that the steam and hot water which did the 
mischief in the accident near Atlanta came from knocking 
off the check-valve case on the side of the boiler, for which 
no spider arrangement has been made ? 

The only spider arrangement in use is inthe cab. In case 
of accident most practical men consider that the check-valve 
is more likely to be knocked off than any of the ordinary 
boiler fittings, and to prove just as dangerous, if not more so, 

SENEX. 

|Several check valves have been designed with an ad- 
ditional check inside the boiler, shutting off any es. 
cape of steam and water should the main part of the 
check valve be knocked off in collision. A check 
valve of this construction, designed by Mr. Jacob 
Johann, lute General Master Mechanic of the Wabash, 
St. Louis & Pacific, was illustrated in the Railroad 
Gazette of Aug. 25, 1882. Another form of check 








bush & Coney Island; New York, Chicago « St. Louis, and 
uffalo, New York & Phi'adelphia. 


little or : 
Second— very existence of a Board of Railroad Com- 





valve, designed by Mr. C. L. Burgermeister, Box 709, 
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Section of Side of Car, Showing 
Wilson's Flexible Blind. 





Cross Section, 
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| Beveled Plate Glass Mirror. 
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Pittsburgh, Pa., was illustrated in the Railroad Ga- 
zette of Oct. 3, 1884.—EpITOR RAILROAD GAZETTE. | 





Dining Car, “ Kansas City.” 





The accompanying illustrations represent a very fine din- 
ing car running on the Chicago, Burlington & Quincy Rail- 
road, 

The general plan shows very clearly the general arrange 
ment of the car, while the arrangements of the kitchen and 
pantry are shown with great detail in our page illustration. 

The kitchen and pantry are unusually large, occupying 27 
ft. of the length of the car, and affording ample room for the 
movement of the cooks and waiters, as well as full and con- 
venient shelves, closets and boxes for storage of provisions 
and dishes. F 

The car has three refrigerators and three ice-boxes inside, 


‘Part Inside Elevation, Showing Position of Table. 


besides a large cool-box for vegetables under the body. The 
refrigerators all have ice-boxes at the top, and are filled from 
the outside through openings in the main deck roof. The 
large refrigerator in the end of the kitchen is for meat. The 
drawers have glass bottoms for smali pieces, and the closet 
above is for the larger meat which bas not been cut up. 

In the pantry there is a cold corner-closet for fruits and 
wine for immediate use. The principal storage for wine is at 
the end opposite the kitchen. 

The position of the sideboard in the centre of the pantry 
presents a view of it from the body of the car, and adds to 
the “‘ dining-room appearance ” of the interior. The ample 
aisles around the sideboard admit of proper movement of the 
servants at their work. Inorder to obtain so much room in 
the kitchen and pantry, in addition to that required for ten 
tables, the car is made very long, and it is wider than the 





ordinary coach. 
The weight of the car empty is 82,500 Ibs, The six-wheel 
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trucks each weigh 15,500 Ibs. Drawings and description of 
the trucks will be given in a future issue of the Railroad 
Gazette. 

The inside finish is in cherry, and the seats are covered 
with maroon leather, and lift like theatre seats. 

The window sash extends in one piece the full length of the 
opening, and Wilson’s flexible blinds are used. In this way 
the full view through the entire window opening is not 
obstructed by small upper sash or blinds, The arrangement 
of the Wilson flexible blind* is clearly shown in our detailed 
section of the side of the car, which also shows the arrange- 
ment of the Challender truss used extensively on the Chicago, 
Burlington & Quincy to stiffen the sides of passenger cars. 

The cost of the car was $11,620, exclusive of the dining 
car equipment, such as glassware, plate and linen. 

* Detailed illustrations of this form of blind, ao the 
method of construction, were given on page 653 of the 
Gazette, Nov. 16, 1883. 
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FORM A. 
PITTSBURGH, CINCINNATI & ST. LOUIS RAILWAY 
WESTWARD. Telegraph Register of Trains. 
PRRGOG ons. aciciccabecs | 47 47. 47. 47. 47. 47. 49. 49. 49. 49. 49. 4u. 51 51. 51. A 7 13. 9. 1. 
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RemMaRKS—CavuseE oF DELAY. 


The Telegraph as Arplied to Train Movement. 


[From a forthcoming work by J. J. Turner, Su 
the First, Third and Fifth Divisions Chicago, st. 
burgh Railread.] 


(Copyright, 1885, by J. J. Turner.) 


L 
THE CAUSES WHICH MAKE SPECIAL TELEGRAPH ORDERS 
NECESSARY. 

When railroads were first constructed, it was con- 
sidered necessary to use two tracks, one for trains in each 
direction, 

It was soon found, however, that in most cases, the volume 
of traffic was not great enough to justify the expenditure of 
more money than was required to construct one track. 
Especially was this true of America, and to-day most of the 
railroads in this country are moving trains in both directions 
over one line of rails. 

It at once became necessary to provide some means for 
trains, moving in opposite directions, to pass. As the traffic 
increased it was found that the class of lading required that 
some trains should be given faster time than others, and this 
further necessitated passing trains around other trains run- 
ning in the same direction. 

Both of these necessities were provided for by a system of 
‘* side tracks,” so called, connecting with the *‘ main track” 
by switches, and carried a sufficient distance from the latter 
to accommodate one train, while the other passed. 

It was demonstrated that some regulations were required 
in order that trains might know which of these different sid- 
ings should be used for each of the passings necessary, and 
which of the two trains meeting should occupy the side, and 
which the main track. 

With many ramifications and complications, these are the 
problems which are presented now, and the regulations gov- 
erning them differ in{almost as many cases as there are man- 
aging officers. 

It is, however, universal practice to have a printed time- 
eard, or schedule, showing the times earlier than which each 
train is prohibited from passing every station. Each road 
has also printed, either in book form or on the back of the 
time-card a number of ‘*‘ Running Rules,” which are general 
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in their character, and are applicable to every change of 
time. 

It would be out of place to attempt here to describe the | 
minutiz of these ‘‘ Running Rules.” 

It is sufficient for an understanding of this work to know | 
that trains are usually designated by numbers in lieu of | 
names, and_ that the rules are so arranged that, when taken 
in connection with the time card, one train and only one | 
is given authority to use any one piece of the track at a given | 
time. This authority is transferred from one train to another, | 
either after its use by the first, or the lapse of a designated | 
length of time. It is technically known as the ** right to the | 
road,” and will be discussed under that term in the following | 
pages. 

Atrain having the ‘‘ right to the road” being delayed, 
holds correspondingly all trains without the right, and deten- 
tions are thus multiplied. 

It is also impracticable to have enough trains on the time- | 
card, each with a time of its own, to move the business, and | 
some provision has to be made to run more than one train on 
one schedule, that is, under the same number. This is done | 
by calling them sections ; as, first, second, etc., in the order 
in which they proceeded. Each must be notified of its posi- | 
tion. 

Again, important freight accumulates at terminal stations 
after the departure of one schedule train, and sometime be- 
fore another is due to leave. The freight must not be de- 
layed, and as the time-card does not provide for the emer- 
gency some other means must be devised. Work trains are 
compelled to use the track in both directions, under varying 








| signalmen, etc. ; 


| traordinary movement, caused by accident, blockade, or 


wom H KO 


conditions, in different locations, and at the time which will 
get the best service from the laborers, all under such short | 
notice as to render the printing of a time-card for them im- 
possibie. 

It is to overcome these difficulties that recourse is had to | 
the telegraph. | 

Trains are moved by telegraph by means of messages of in- | 
struction, sent by the ‘‘ Train Dispatcher” to the conductors | 
and engineers of trains involved. These messages, to distin- 
guish them from the commercial and social communications 
made by telegraph, are termed ‘‘ Orders,” and will be so 
known in this work. They curtail the ‘‘ right of the road” of 
some trains, either as to time or distance, and correspondingly 
extend it to others. The growth of train dispatching has | 
been a gradual one and without much concert of action be- 
tween those framing laws to govern it. As a result, each 
railroad is found with a system formulated from time to 
time by its different officers. A wide divergence in details is 
the result, but it is curious to note how nearly they all con- 
form to one set of principles. 


THE ELEMENTS OF TRAIN DISPATCHING. 

The elements of dispatching trains by special order are | 
simple, and can be briefly stated. They are— 

Safety, 

Celerity, 

Uniformity. 

Safety.—This is always a prime factor in every question 
connected with train movement, and, in the matter of train 
dispatching by special telegraphic order, it reaches its highest 
eminence. Considered in this connection, it requires a high 
order of intelligence, a quick mathematical mind and a power 
of concentration in the train dispatcher that will enable him 
to keep a diagram of the work in hand in his mind, to the ex- 
clusion of all other thought, with a thorough knowledge of 
tbe line upon which he is directing movement, as well as the 
peculiarities of the men and machinery that are to execute 
the movements. He must know at a glance that in an order 
directed to an engine, or to a conductor and engineer, the 
men and the machine have the capacity to carry it out. For 
the safety of this service, and for the protection of the dis- 
patcher, upon whom so great a responsibility for the protec- 
tion of life and property devolves, every check that far- 
seeing ingenuity can devise should be placed upon all persons 
who handle train-orders; operators, conductors, engineers, 
this, not only with a view of the protection 
of the train-runner, but to place a concrete responsibility 
upon each one concerned that will induce a higher mental 
activity and a desire to do well his part, as he is conscious 
that if he fails he is so environed that he cannot evade his 
responsibility . 

Celerity.—Efficient operators and a well-digested system of 
getting together the trainmen, men who are to receive 
orders, are indispensable to this end. This cannot be left to 
the men themselves, for, unfortunately, all the employes on 
railroads do not appreciate, or are careless of, the necessity of 
moving briskly under such circumstances, but must be cov- 
ered by a line of instructions that will compel the immediate 
presence of trainmen at the telegraph office when a train- 
order signal is displayed, to receive either an order or a 
release. 

Uniformity.—Standard forms of train-orders covering 
movements of various kinds should be adopted as far as 
possible; indeed, much further than we have yet gone ; they 
should be uniform, and simple in language, and when an ex- 


other cause shall arise, the dispatcher should adopt one or 
other of the standard forms as far as it will apply, and fill in 
the balance in language as terse and concise as possible. 

It may be argued, that reducing this service to entire uni- 
formity (i.e., making all men work to templet) will dwarf 





originality, and reduce the men working under the system 
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into mere machines. This is not true; the 
place their minds most strongly upon their 
studying peculiarities of grades, machinery 


men who can 
work, and by 
and men, will 


| achieve better results than others less interested, and ‘‘ by 


their works we shall know them.” The field of individual 
effort is not curtailed, and any original suggestion in the ser- 
vice (as at present constituted) should receive careful atten- 
tion, and if it is worthy, ke adopted, even to the extent of 
revolutionizing any existing system, and the originator re- 
ceive due credit therefor. 

THE PRINCIPLES OF DISPATCHING TRAINS BY ORDERS. 

Although they have never yet been formulated, every sys- 
tem of train dispatching is based on certain well-recognized 
principles, which are as follows : 

First. That to prevent conflicting instructions and to in- 
sure safety, no more than one man can dispatch trains on the 
same track at the same time. 

Second, That the dispatcher be kept fully advised of all 
delays, present or prospective, and the position of every 
train on the road. 

Third. That orders must be so clearly expressed as to ren- 
der a misunderstanding of their meaning impossible. 

Fourth. That the dispatcher must know that they are in 
the hands of some reliable party for delivery. 

Fifth. That it is as near certain as anything human can be, 
that the party who is to deliver them will stop the train to 
which they are addressed. 

Sixth. That when delivered to trainmen, they read just as 
they did when sent by the dispatcher. 

Seventh. That the instructions given to both trains are 
identical. 

Eighth. That the train whose rights are extended must not 
be moved against the train whose rights are curtailed, with- 
out notice to the latter. 

Ninth. That men who are to act upon orders acknowledge 
their receipt. 

Tenth. That men using them know that they are doing so 
with the full knowledge and authority of the dispatcher. 

Eleventh. That trains running against other trains under 
special orders must be able to recognize each other. 

Twelfth. That a complete record be kept of each transac- 
tion. 

In curtailing the rights of any train, and extending those 
of another, a given place or lapse of time is erected between 
the two as a barrier to prevent their colliding. This barrier 
is amply sufficient, provided the train whose rights are cur- 
tailed receives the order; but if it fails to receive it, then an 
accident is possible, even probable. To guard against a calam- 
ity of this kind, it is customary, whenever practicable, to 
leave one telegraph office between the barrier or point where 
the order goes into effect and the station where the order is 
to be delivered to the train whose rights are curtailed. Then 
in the event of a failure to deliver at the original point, the 
intervening office can be used to avert the accident. 

I do not wish to be considered as saying that it is unsafe 
practice to issue orders to a train at the last telegraph station 
at which it can be reached, but only, that as an extreme pre- 
caution, it is well to adopt the other plan when it can as well 
be done as not. 

THE DOUBLE AND SINGLE ORDER SYSTEMS. 

There are two general plans of issuing orders in use, which 
are called the single and the duplicate order systems respec- 
tively. 

The latter system being the latest evolution of the science, 
and (in the mind of the writer) much the better, it is the pur- 
pose of this work to treat principally of it. The difference 
between the two, however, is only in the wording and man- 
ner of transmitting. The governing principles and the 
movements made are the same in each. 

The single order system consists in sending an order to one 
train, stating what to expect from another, and by a separat 
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FORM A. 
COMPANY—PITTSBURGH AND P. W. & K. DIVISIONS. 
Pittsburgh Station, April LO, 1885, EASTWARD, 
TORRR vcccccvcncacses-esceeese 2. 2. 8. } 12 10. 50. 50. 5u, 54. | 41. 42. 42. 40. 40. 40. 40. Ex. 
EE ENS RS. Se So ee CTA fale ne, eee Ree Ape eo oy, ee eS me Ss aad = ew eh: Nee 
| | | | | j 
Conductors... . |Morton.| Burns. Haurick | Smith, Hamm’d Flick’er. Laugh’n’ King. Modbi’d.| Fliss. Duvall.) Black. Long’n. Harris'n Shay Lloyd. | Barr. 
Enginemen ... {Th’mp’n| Wolf. ow | Walsh. Skea, Ricker. | Smith. |Kenn’dy|Augh’gh | Ching. O’Don’ll Stand'n.| Blair. Arthurs. Neuse’r.| Shull. | Stuart. 
Engines... ... 53 | 57 59 | 80 | 114 112 CO 69 70 110 71 84 93 | 20 61 180 105 23 
PES OSE RG pas ——_ eS aa See iz. Se, Le a, One s Cer! ream Ses foe 
. i | No.6. 
CARB...cccscsccccccscccsccccves | peeset BG | oana | BO. | Be | aa | ann” | MO. BB. | wae | BE | meee foo ovccce-| coccscoee x oo | 1. 20, 
Colliers 


sense peaperewesienesinnn 
Wheeling Junction.......... 


Steubenville . 


Pe nascines cnsaasistiideus a 
3.8 

NE ica aids ninndeases 
4.9 

NEE sinciecbanevicsesssampus | 

Cadiz Junction............. 

Sas. 92s, ceeunens, -eadea 
5.3 

GUND isc hxevedns <cessscnnsanen 
6.2 

| er re ree 

Philadelphia Ce 

0 
POR ka dscns: ceccetiias 
TEGERS cccce .ccccccescosesciose | oseseelscce coos locesccconslecpecsccesiocoooe 


Work Train Engine 74 





order instructing the second how to proceed against the first. | 
Under this system, if it be decided to give an inferior train 
(No. 45) until 10:15 a. m. to make ‘“‘ A” against a superior 
train (No. 2), an order is first sent to No. 2 reading, ‘‘ You 
will not leave ‘ A’ until 10:15 a. m. unless No. 45 has ar- 
rived ;” and then one to No. 45 reading, *‘ You can bave un- 
til 10:15 a. m. to make ‘ A’ for No. 2.” In order to comply 
with the sixth principle, in Chapter III., orders, after having 
been sent, must be repeated to the dispatcher for verification. 
It is evident that incomparing these orders, to make sure 
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between Wheeling Junction and Wheeling until 7 p. m. 


liable to make mistakes as he. These are the conductors and 
engineers who carry out his instructions, and the capacity of 
their minds and their executive ability must be kept in view. 

The order must not only be correct when delivered to 
trainmen, but they must act upon it just as the govern- 
ing mind intended they should. Under the duplicate 
system, when No. 2 is given an order in regard to 
Nos. 1, 3 and 5, if but one order is given to 
No. 2, either of Nos. 1, 3 or will receive notice, 
not only of how No. 2 is to proceed against them, but 
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that the rights of one train are curtailed exactly as those of 
the other are extended—in other words, that the instructions 
are identical (Principle Seventh), the dispatcher must con- 
sider the whole effect of each. 

As each train is mentioned only in the address of one and 
in the body of the other order, and as there is no similarity 
of language used, there is great danger that some point may 
be overlooked. Where the movements become complicated 
this is increased. 

To add still another factor to the chances of error, one 


operator will frequently repeat his copy for verification some | 


time in advance of the other. The train dispatcher’s atten_ 
tion meanwhile being occupied with other movements, he is 
required to instantly and completely lay aside one subject, 
which has been claiming the utmost concentration of mind, 
to give the same careful attention to another. This liability 
to overlook some point is made greater because of the tend- 
ency of his mind to wander, caused by the knowledge that 
the trains from which his attention has just been 
taken are being held during the comparison. To ap- 
preciate the liability of mistakes under this sys- 
tem, it must be borne in mind that upon a crowded 
road it not infrequently requires fifteen or twenty orders 
an hour to move the traffic, and the dispatcher’s mind being 
constantly occupied in watching the movement of trains, 
noting the unoccupied room on each of the side-tracks, con- 
sidering the possibilities of the engines and men on different 
portions of the road and under the varying conditiors of the 
weather, and annoyed with the numerous details which are 
continually presenting, is unfit for a proper sifting of mean- 
ings out of words in orders returned for verification. 

The duplicate order system consists in sending to all trains 
involved in any movement the same order in the same words 
and at the same time. 

The movement mentioned before is, by this system, con- 
trolled by one order sent simultaneously to both Nos. 2 and 
45, reading, ‘‘ No. 45 can have until ten fifteen (10:15) a. m. 
to make ‘A’ for No. 2.” 

The same order being sent to both trains, but one record 
is made in the dispatcher’s office. In the verification no 
comparison of meaning is required ; it is only necessary to 
know that every operator to whom a copy is sent has re- 
ceived it properly. This is done while the operators repeat 
their copies, by underlining each word on the office copy as 
it is written on the wire. a 

Any mistake made by the dispatcher is sent to all trains 
concerned in the movement, and as they all act upon the 
order just as it is received, no worse result can follow than a 
delay to one or the other of them. 

While in the single order system orders are just as easily 
understood by trainmen‘as in the duplicate, it is clear that 
the requirements of the seventh and eighth principles are 
more certain to be complied with under the duplicate than 
they are under the single order system, and that to avoid 
errors by the dispatcher the duplicate order is much the 
better, 

However, the dispatcher is not the only on2 handling train- 
orders whose error would be fatal ; there are other considera- 

jons ta be taken into account, and other parties who are as 


also how it isto move against the oth:r two. It is best, 
| therefore, that a duplicate order should include not more 
than two trains and one movement. 

| Itis often necessary to give men, at one station, instruc- 
tions concerning many trains, and if the duplicate system is 
conscientiously followed, they are burdened with many 
sheets, each containing instructions against one train. This 
class of men are not so situated that they can sit down and 
| arrange the orders, and trace their own prospective move- 
| mects through a labyrinth of addresses and signatures, 
neither have they the time; they must move promptly or else 
the whole system will be held back, and in tbe hurry they 
are very likely to lose or overlook one or more copies. These 
cases are comparatively rare, but when they occur, it is far 
better for the dispatcher to burthen himself with the com- 
parison of orders issued under tie single-order system in 
order thai the trainmen may have their instructions on one 
sheet, with the movements against opposing trains arranged 
in the order in which they are to be made. 





B. E. Moody from 7 a. m. until 3p. m. 
N.S, Elliot. rator, 7a, m, until 3p m. 
A. Mendenha 1, 3p.m. toil p. m. 

A. L, Cox, Operator, 3p. m. toll p. m. 
R. BE. McCarty, 11 p m. to7 a.m. 

W. B. Smith, Operator, 11 p.m. to 7 a.m. 


THE FORMS IN THE DISPATCHER’S OFFICE AND THEIR USE. 

For the purpose of keeping a record of the movement of 
trains, and of the different steps in the issue, verification and 
delivery of orders, the dispatcher’s office is provided with, 
for the first, a train-sheet, and for the last, a train-order 
book. 

The train-sheet is ruled vertically in «clumus for the trains, 
and has printed down its centre the names of the telegraph 
offices, consecutively arranged. It is also ruled horizontally 
with a line under the name of each telegraph office, and ex- 
tending the full width of the sheet. It has a large ruled 
space at the bottom, for the purpose of registering the where- 
abouts of work, and other eccentric trains, unusual oc- 
currences, and any other information that may be considered 
valuable. 

As a train passes each telegraph office, its time of arriving 
and l-aving, as reported by t1e operator, is written in the 
column assigned t> it, and opposite the proper station name. 
Trains which have completed their trips will show a com- 
plete column, and those whieh have passed over but a portion 
of the road will show a column only partially filled. A 
graphic statement of the whole situation is thus given to the 
dispatcher at a glance, while more minute information can 
be obtained by a closer inspection. 

The train-order book is ruled horizontally, with a space 
for the date of sending, address and body of order, and each 
of the other checks, signatures, time, etc., that are required 
upon it before delivery. A look at this book will show just 
how far each order has progressed, and to whom it has been 










































































Pi TTSBURGH, mul aa ween RAILWAY COMPANY. 4 
4-10. Train Order Book used at Pittsburgh Station. 
|Time that * cor- 
aunt | Note under Pel of Superin-| Recor aR Uo sas papenting Signatures of conductors neil al oo: 
of send.teadent as signed to each order, the! gna office call, and) #94 time that and enginemen, with Nos.| train. Note 
ing _ or- Wwittal letter of the Train Dispatcher| time received. . .” was) of trains and sections. opposite prop- 
der, |'*Suing the crder. given to each. er signatures. 
ning Ascrcticinsactieabaseeeii Pee, eee a a tiieienicnbagatidsiaithias 
352 Opr. Sa. X McManus. R. Sa, McManus, operator. 1:39 a. 
138 a Hold 2d and 3d No, 51 for orders. Sa, 139 a. 139 a, 
£. B. T. H. 
353 IC. Y & Ist and 2d No. 2, and No.| X Holt. H, On Wheeler, Bamon, No. 1. 2:05 a. m. 
lc. & E., No. 1, On. On 156, a. m. 201 a. | Morton, Thompson, \%. 2:49 a. m, 
155 a No. 1, engine 56, and Ist and 2d X Eckfeld, Ks. M Burris, Wolf, 2-2. 3:01 a. m. 
No. 2. engines 53and 57, will meet U 156 a. 242a. | Hamrick, Gow, No. 8. 3:17 a. m. 
lat Bowerstown. No. 1, engine 56, 
and No. 8, engine 59, will meet at 
Philadelphia Road. No. 8 take 
6 — keh 
359 C. & E., No. 2 and engine 57 M. X Eckfeld. Ks. M Morton, Thompson, No. 2. 2:49 a, m, 
239 a | No. 2 will carry signals from Der- M 239 a. 240 a. | Burris, Wolf, engine 57. 3:01 a, m, 
inison to Pittsburgh for engine 57. | 
E. B, T. Me. 
366 lo. & E., 3d, 50 Sa. X Roberts. No. Sa. | King. Kennedy, 3-10. 8:22 a. 
820 a | That part of order 365 reading Sa, 821 a. 822 a. 
‘ed No. 41 and 3d No. 50 will 
meet at Fernwood, is annuled. 
| E. B.T. Mc. 
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(FORM C,) 


i 4-30. 

B. E. Moody: 

Eng. 64, Ex. Steubenville to Wheeling Junct. 

Work train, Eng. 111, Ex. Steubenville to Wheeling Junc. and 
works till? p.m. bet. Wheeling Junct. and Wheeling. 

ist 41 and No. 54 meet at Cadiz Junct., No. 54 take siding (or- 


der at W. for 54). 
R. E. McCarty, 6.30 a, m. 





Pgh. 4-30. 

A. Mendenhall : 

Eng. 111, until 7 p. m., Wheeling and Wheeling Junct. 

No. 55 to Bowerstown reg. of 2d and 3d 40 (at O.B.). 

2d 43 and 2d and 3d 40 meet at Scio (at W. for 40). 

1’, 2’, 3” 47 to Skellys and keep main track reg. 1st and 2d 42, 
to Bloomfield and keep main track reg. 1st 40, and to Cadiz 
Junct. and keep main track reg. 2d and 3d 40 (at W. for 2d 


and 3d 40), 
ag and Ist 49 to Steubenville, reg. 1st and 2d 42 (at On. for 


3d 47 took in signals at Mingo. 4th annuled at On. 
B. E. Moody, 2.30 p.m. 





Poh. 4-30. 

R. E. McCarty: 

No. 72 April 30 and No. 73 May 1st, annuled. 

Eng. 167 annuled as 1st 48 at Skellys. 

2d and 3d 48 run as Ist and 2d 48 from there. 

Eng. 167 extra Skellys to Colliers. 

lst 51 to Bloomfield and keep main track reg. 3d 48, and to C. 
Junct. and keep main track reg. No. 46. 

2d 51 to Fernwood and keep main track reg, 1st 48, and to 


Skellys reg. 2d 48. 
A. Mendenhall, 10.30 p. m. 








delivered. The dispatcher going off duty gives the one com- 
ing ona programme of the orders outstanding, which are 
checked off as they are fulfilled. 

The illustrations here accompanying are veritable copies* 
ofosimilar forms as they were filled up on a division of the 
road with which the writer is connected, A is the train- 
sheet as it appeared at noon. B a leaf from the train order- 
book, and C the programme given to the dispatcher reliev- 
ing. 








TECHNICAL. 


Locomotive Buiiding 
The New York, Pennsylvania & Ohio shops at Meadville, 
Pa., are building for the road 3 mogul freight engines with 
18 by 24 in, cylinders. 

The Rogers Locomotive Works in Paterson, N. J., have 
largely increased their force and are preparing to begin work 
on a number of locomotives. 

The New York Central shops at Buffalo have just completed 
a new passenger engine for the road, and another new passen- 
ger engine was recently turned out of the Syracuse shops. 


The Car Shops. 


It is reported that the Pardee Car and Machine Works at 
Watsontown, Pa., are to be moved west. Offers, it is said, 
have been received from Ashland and Superior City, Wis., 
and St. Paul, Minn., in regard to the location of the works. 

The McDonald Rolling Mill in St. Louis has just completed 
an order for 2,000 car axles for the Missouri Car & Foundry 
Co. and has begun work on another for 2,800 axles for the St. 
Charles Car Works. 

The Lehigh Car & Manufacturing Co. atStemton, Pa., has 
an order from the Bethlehem Iron Co. for 100 ore cars to go 
to Cuba for use at that company’s mines. 


Car Couplers. , 


Over 1,000 United States car couplers were applied in the 
month of December by roads which have adopted that de- 
vice. The Delaware & Hudson Co. is equipping a number 
of cars with the United States coupler. The Laconia Car 
Co. is building 600 cars, which are to be wag with 
this coupler. The Grand Trunk Co. is applying the United 
States coupler for experimental test with a view to its 
adoption. 
Iron and Steel. 


The firm of Sornegie, Phipps & Co., Limited, has been 
formed in Pittsburgh, with a capital stock of $3,000,000, 
succeeding the three firms known as the Lucy Furnace Co., 
the Pittsburgh Bessemer Steel Co. and Wilson, Walker & 
Co., and the properties to be operated are the steel works at 
Homestead, near Pittsburgh, the iron works on Twenty-ninth 
street in Pittsburgh, and the Lucy Furnace in the same city. 
The new company has no interest in the Union Iron Mills or 
in the Edgar Thomson Steel Works. The officers o the new 
company are John Walker, Chairman; H. P. Smith, Secre- 
tary, and W. H. Singer, Treasurer. 

The North Chicago Rolling Mill Co. is now running its 
North Chicago mills full time, turning out about 550 tons of 
steel daily. At the South Chicago works only the blast fur- 
naces are running. 

The Millerton ton Co. has nearly completed its new fur- 
nace at Irondale, N. Y., which takes the place of the furnace 
destroyed by fire some eight months ago. The new furnace 
is 55 ft. high and 9 ft. 6 in. bosh and will use charcoal as 
fuel. 

Messrs. D. E. Garrison & Co., of St. Louis, have taken the 
exclusive agency west of the ee for the bayonet rail- 
road spike, manufactured by the Pullman Iron & Steel Co. 
at Paieen, Til. The sales of these spikes are reported to be 
large. 


The Rail Market. 


Steel Rails.—Several large transactions are reported and 
rices are firm at $35 per ton at mill for ordinary sections. 
here is not much demand for light rails at present. There 

are many inquiries on the market and additional orders will 

probably be reported before long. 
Rail Fastenings.—An increased demand is reported and 
uotations are steady at 2.25 cents per lb. for spikes, 2.60@ 

2.90 for track-bolts, and 1.65@1.75 for splice-bars. 

Old Rails.—Old iron rails are scarce and in considerable 
demand, but buyers consider present large prices too high 


and no large sales are cs pew Quotations are $20@$21 
per ton at tidewater. Old steel rails are quoted at $19@$21 
per ton in Pittsburgh. 


Engineers’ Club of St. Louis. 
This club met in St. Louis, Dec. 30, President McMath in 
the chair, 15 members and one visitor present. —_. 

Geo. E. Otis and R. S. Hays were elected members. 

The Executive Committee recommended that the annual 
dues shall be, for resident members $4, and for non-resident 
members 50 cents, in addition to the price of the Journal. 

Prof. J. B. Johnson presented a paper to be read by title, 
‘‘The Adjustment of a quadrilateral.” 

The Secretary read a letter from Mr. Wm. T. Blunt, Secre- 


* In Mr. Turner’s book, there are lithographic fac similes; they 
are here printed from type to save room.—EpiTor RAILROAD 
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RAILROAD EARNINGS IN NOVEMBER. 





MILEAGE, 
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EARNINGS PER MILE. 
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| 1885, | 1884. | Inc. 








4 : - 
1884. | Inc. | Dee. lp. c. ||1885,|1884.|ine.|Dec. |P.c. 





EASTERN ROADS. 








Baltimore & Potomac...... | 92 
Boston, Hoosac Tun. & West. 87 
Buffalo, N. Y. & Phila... 663 
Buffalo, Rochester & Pitts... 294 5 
Danbury & Norwalk ........ 37 16, 
Grand Trunk............ ‘ 2.977 1,340,164 
FO 2 eee 354 182,348 
N. Y. City & Northern...... 5 29,038) 
N. ¥., L. Erie & West....... 1,075 1,871,519 
N. ¥Y. & New England ...... 400 54,420) 
N. Y., Ontario & Western...) 373 151,970 
N. Y . Sus. & Western....... 147 7,275) 
Northern Central........ ...| _ 322 474.805) 
a ae ee 2,310 | 3,950.938) 
Philadelphia & Reading. ...| 1,560 | 2,554,133 
Rome, Watertown & Ogd’g.| 417) 156,465 
WERE UGINOY. veces casetesias | 20 82,841) 
Total, 17 roads. .. ....... {11,862 11,101,110 
Total ine. or dec.......... AR Foe on Siehene 


Alabama Great Southern 




















55,322). 
3,217 
69)... 
8,788) .. 
20,602)... 
112,317] . 
11,370). 
2,540]... 
491,025 
386,733 
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‘ 25,051) 20.2|| 340) 426. ..| 86/20.2 
Chesapeake & Ohio.... ..... el © SHO sana’ Ho swas 547; 631; 16/....) 3.1 
Eliz., J ex. & Big Sandy.. occs, Leave 525| 548)... 23! 4.1 
Ches., Ohio & Southwestern. 399 399) ... 380: -| 9. 
Cin., N.O. & Tex. Pacific.. SSG) SSB)... [veces 7a2 . 
Rust. Tenn., Va. & Ga..... Ree BAM i ccc: fasess 364 ¢ 
Florida Ry. & Nav. Co.... .. 540; 500 40. 200 # 
Ill. Cen., Southern Div. .. 711 711 er 695 “ 
Kentucky Central........... 250 250 a et 307 3, 
Louisville & Nash... .... ..| 2015) 2,065 an 50 5tO R 
Memphis & Charleston.....} 292; 29% ja factone 517 ‘ 
Mobile & Ohio............ .- 527 527 nite 450 5. 
Nashville, Chatta. & St. L... 580, 574 | ne 313 : 2 5 
N. Orleans & Northeastern.. 195 105).. |. 389} 472 |... 83 17.4 
Norfolk & Western.....,.... 512 ee Pe 5629; 478) 51)....|10.1 
Rich. & Danville....... - Ce |: a ee 483) 490 ).... 7 14 
Char., Col. & Augusta.... 370 I 210} 229). 19 8.0 
Col. & Greenvilloe.......... 296 296 » leeree ¥ " 264) 298 3411.5 
tieorgia Pacific. .... 318 313 Bi vincce y 2, 229; 231 ‘ 2 6.9 
Virginia Midland.......... 352} 352 > be 2, °715 5 376) 349 | 27|....| 7.7 
Western N. Carolina....... 274; 274 43,059 38,639} 4,420). ....... 157; 141| 16). ..|11.4 
South Carolina. ......... ie a a 113.119; 133,831)........ 450| 542|....| 92)15.5 
Vicksburg & Meridian...... 14?) 142 64,839) 54,029, 10,810 457| 381, 76 ..../20.0 
Total, 23 roads... ..... ..) 11,153/11,152; 51} 50 4,928,598) 5,036,771/142,221| 2F0,394| ....|| 442, 452 10).... 
OE TO OP SRD ke oinac.catiavasmeal cds ss Spe 1 nsve Pacmosseseea Jove eee ao] Setenee BOG AGS) BF) cise lscecee|ses 10} 2.2 
| 
CENTRAL GROUP. 
) | | 
Chi. & Eastern Ilinois...... | a 159,67. 135,401} 24,270]..........| 18.1|| 634] 537) 97 /18.1 
Chi. & West Michigan..... 41é 413) .... 116,875 107.722| 9,153).......... 8.5|| 282] 261} 22)... | 8.5 
Cin., Ind., St. L, & Chicago. 342; 342)... |. .e 194,365 WEA 6%53:000 } 3,948) 1.0)) 569) 574)... 5; 1.0 
Cin., Wash. & Baltimore.... 281 | ee Bre 142,895 152,661)........ 9,766) 6.4|| 509) 543)....| 24! 6.4 
Cleve., Akron & Columbus.. 144, 144) 35,994 37.374|... .... 1,380} 3.7|| 250) 260). . 10| 3.7 
Detroit, Lansing & No...... 261 2 99,272 f 7.4|| 380) 375 Cee ee FS 
Evansville & Terre Haute .. 146 64,784 7.7|\| 444) 412) 32 Re Fs 
Fiint & Pere Marquette..... 362 175,541) |} 10.9)}| 485) 437) 48 110.9 
Illinois Centra), Ill. lines.... 953 580,034 5.8|| 609 575\ 34 .| 5.8 
Ind., Bloom. & West....... 532 207,396 12.1/; 380) ¢ 48| 42 12.1 
i ey 2 587 502,696 3.0|| 856) &31) 25 3.0 
Ohio & Mississippi.......... 615 301,961 9.4)| 491) 449) 42) ....) 9.4 
Ohio Southern....... , 130 48.874 1.7|| 376) 383)....| 7] 1.7 
Peoria, Decatur & Ev...... 254; 254) wc |..... 62,637 9.6]; 24 | <25) 22) 9.6 
St.L.,Alton & Terre Haute : | 
PEI Bog Sivinss; sacs ae 195 eee 103,279 1,2 1.2|| 530) 536)... 6 12 
Belleville Line........ .... 138 Seay See 67,050 60, 54| 6,196) ....6. ‘ 10.1)! 486) 441) 45) ....|10.i3 
Wabash, St. L. & Pacific....| 2,373) 2,873 1,207,458) 1,125,438} 82,020].......... 7.3|| 509 474) 35 7.3 
Total, 17 roads............ 7,978) 7,978) .... 4,670,782) 3,840,807/|2 5.219 15,244| .... 510} 481] 29) ....].... 
Total ine. or dec.... Lam tSca Mabe INE] ates Dawah eng-< Ibaesinee . or a 1a Warrinanbhis ERED 4005000008 | ee es 9.9 
Dies ea | | | 
NORTHWESTERN ROADS. 
! 
Bur., Cedar Rap. & No.. .. 990} 825) 168)..... 20.0 313,006) 274,132) 38,874|......... 14.2|| 316) 332)... 16) 4.5 
Central Iowa..........00 ‘i 500 500 pal bewede sens 323,717; 120,802) 3,415)... .... | 2.8|| 247) 240 Vi ssas) See 
rare ee 850; 850 : Sita 732,982}  753,857|........ | 20,875) 2.8|| 862) 887)... 25) 2.8 
Chi., Bur. & Quiney........ 3.500 3,411 89}..... 2.6|| 2.318,053) 2,233,891; 84,.162)........ | 3.8|| 662) 655) 7) .. 1.1 
Chi., Mil. & St. Paul....... . 4,953) 4,804) 149). 3.1)| 2,638,000) 2,308,877| 329.123)......... | 14.3}| 533) 481) 52! ..../10.8 
Chi. & Northwestern....... 3,843) 3,763, 80! . 2.1)| 2,262,100) 1,996,509) | ee 13.3)| 5&9) 531) 58 . 11.0 
Chi., St. P., Minn. & Omaha) 1,320) 1,300) 20)..... 1.5 600.600; 540,959) 59,641) ... .... 11.2|| 459) 416 43 -|10.2 
Des Moines & Ft. Dodge.... 138 138 as sooo 38,305) 33,734} 4,571). .... 13.6|| 278) 244) 34 13.6 
Green Bay, Winona & St. P. 220; 22 cues 34,422) 31.283) 2,839) ........| 8.8]| 147) 144) 13 8.9 
Ill. Central, Iowa lines..... 402, 402 oi iaika ee 155,100} 152.169) 2,931 1.9}| 387) 38¢ vi 1.9 
Marquette, H. & Ont....... 160 138 lessees 15 7) 48,578 30,489} 18,087 59.0}; 304) 221) £3) ..../87.5 
Mil., Lake Shore & West... i 27 400, 127 31.8) 130,635) 95,215} 35.420 37.3|| 248) 238) 10 4.2 
Mil & Norther... ...0.s. 227 | aR eee a 51,721) 42,904) 8,817 20.5}; 228) 1#9 39 20.5 
Minneapolis & >t. L. 455 355) 179,638 | 169,266) 10,372 6.1 506) 477) 29). 6.1 
Wisconsin Central. .... 440 440 130,905) 127,154 3,751 2.9|| 297) 289 8). 2.9 
e ee ew ee | —_- _———— co | me) | cee |e ce we | ee | eee | 
Total, 15 roads.. .........| 18,425,17,773/ 652)..... ..-- || 9,757,760) 8,911,041) 867,594) 20,875) .... || 5380) 501) 49. ; 
eS eee eee eee | le | ee lecocceseees | $46,719|....... oh Dswes - 29 5.8 
ROADS NORTHWEST OF ST. PAUL. 
j | | | | } | 
Canadian Pacific.... 3,527| 2,794] '733).....| 26.2 £08,000) 640, 73 167,627 Sache se || a or Pe 
Northern Pacifie.... ........ 2,691) 2,453/ 238)..... | 9.7|| 1,249,358)1,116,379| 132.979)..... 11.9|| 464] 455 9}....| 1.9 
6, eae esincs, dancns 227 B27 cc. celes-ccfeve. of] 350,722] 149,320) 10,402}... ...[ 7.0 7C4| 658) 46)....) 7.0 
St. P., Minn. & Manitoba....| 1,471} 1,400 W\.....| SLI] 865,878) 879,440) ........ F -| 13.562) 1.5 589} 628)..... 39! 6.2 
| | eee a --—_ | oo  - a — 
Total, 4 roads... ..ee--| 7,916) 6,874/1,042)..... tues 3,082,958/2,785,512) 311,008) 13,562) .... 389} 405)..... ae 
Total inc. or dec ...... ga ise er ieee 15.2) FEELS -) Sete | ae 10.7 jes Res 16) 40 
| | } | 
SOUTHWESTERN ROADS. 
| | ] 1 ' 
Fort Worth & Denver....... 144 110 34). 30.9 43,534 | 36,273) 302| 330]... | 28) 8.5 
Gulf, Colorado & Santa Fe. 590| 536 54). 10.1 240,409 | 160,656 | 2 407| 300) 107)....\35.7 
Kan. City, Ft. Scott & Gulf. 389 eee & oom 233.135 | 219,416) F & 599| 564) 35)....| 6.2 
Kan City. Sv’f'd & Memp.. 282) 282 A ere ar 124,664 | 120,530; 4,184!....... 3.4 442) 427) 15). 3.4 
Little Rock & Ft. Smith..... 168; 168)... |. ase 88,108 80,557) _7,551)........ 9.3 | 524| 480, 44. 3.3 
Little kk., Miss. River & Tex ie >: a PR aig 54,804 43,353) 11.541)........ 26.8 || 323) 255) 68 .|26.8 
St. L., Ft. Scott & Wichita.. 215} 182) 33). 18.1 \ | 46.867| 19,996)........ 42.6]| 311) 258) 53)....|20.4 
St. L. & San Francisco.. ... 804) 775) 29)..... | 3.7 468,365 | 296,957) 71,408|........ 18.0 || 583) 512) 71)....|14.0 
Texas & St. Louis ...... pale TO, TO) oxes fisess ‘ae 172,953 | 130,296) 42.657]....... 82.8 || 235) 177] 58!}....| 32.8 
Vicks., Shreveport & Pac... ae | | } R 61.058 | 55,132| 5,926)........ 10.8 ||. 359} 324) 33 \10.8 
— -- -||_— -|——-- - es eee fencer —_—-—| — — - || — a 
Total, 10 roads........000. 3,667} 3,517) 150)..... ..-- || 1,553,963 | 1,290,037) 263.926)... .... aie 424) 367) 57) ...|. . 
Total inc. or dec..... yep (pavakeas 150)..... BB) ea npiacaewad | SiPaicewiesid 263,026) ........ 20.6}) .... 4 7)... [15.5 
FAR WESTERN AND PACIFIC ROADS. 
Atchison, Top. & Santa Fe.| 2,397 o,41| 56 «++4| 2.4!) 1,603,413) 1,461,921 141,492)........ | 9.7|| 669] 624] 45)..... 4.2 
Denver & Rio Grande ....... ee eS + a ee oat 583,96 462,459) 123,502) ... .....| 26.7|| 445] 351) 93! . .|26.7 
Denver & R. G. Western.... 368 =. 368)..... 95,425) 89,555| 5,870|...... ..| 6.5)| 259) 243) 16).....| 6.5 
St Joseph & Grand Island. | 252;  252)..... £3,580 88.970)... .... | 5,390} 6.0]| 332] 353)... | 21) 6.0 
Unlan. Paci... 6.66 ccises. 4,449 4,441) 58 2,429,279) 2,414,238) 15,041)......... | 0.6|| 540) 544|....| . 4) 0.7 
ee) ete —— =. ee ae | - | een | | SS ee 
Total. 5 TORS. ..55. ssccccsl 8,833) 8,719} 114|.....|. ....|| 4,787,658) 4,517,143) 285,905) 5,390] pa 518} 25). Ss 
Total ine. or dec.... ...... PRS AS - | 114).. Dib ictews ae lkaideres 280,515)].... ... .| 62 eset BBG | 4.8 
eo ee ee ae Oe jak cease a iia) | rae ames oz ti 
GRAND TOTAL: | || 
Total, Of roads. ...05.0s3. | 69,334 /67,256/2,139) 61)... .||39,679,562/37,452,421/2, 606,893) 409,757). wien whee 
Total inc. Ordec.. .. .....|ceree-|eeee +. }2,078)..... | Bll ..eeee eee lnccaereeed ees fs ach oftee 5.8]|.....| ....| 15]..... 
| | | I 
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RAILROAD EARNINGS, ELEVEN MONTHS TO NOVEMBER 30. 










































































MILEAGE. EARNINGS, EARNINGS PER MILE. 
Name oF RoaD. | —— peapneetiicion a 
1885. | 1884 Dec.|P. c. | 1885. | 1884. | Ine. | Dec. 1885. | 1884. | Inc. Dee.|P.c. 

' 
EASTERN ROADS. 

| \| | | | Nl l l 

| $ $ | | $ e 1d) 6) 
Balt. & Potomac 92 ‘ | me 1,215,246) 1,124,434) §.1/|13,209 12,222 987) ae 
Bos., Hoos. T. & W 87 ES ae | 435.033 417,142) 4.3|| 5,000) 4,795) 205)... .| 4.3 
Buff.,Roch. & Pitts. 294 “| coool 1,116,145 1,049,797 6.3)| < 3,571| 225).....|) 63 
Dan. & Norwalk 37 | veel 208,187 196,700! 5.8) 5.316 310... 5.8 
Grand Trunk ...... 2,956 -+--|| 13,878,608) 15,676,375) ....... . ofits 1.5) 5,303) ....| 608) 115 
Long Island........ 354) 354 | see+|| 2,674,487) 2, 624) 2.8 7346) 209) | 2.8 
N. Y., ix. E, & West.| 1,075) 1.075 14,539,488) 15,279,090)...... ....! 4.8) 14,213) ....| 688) ic 
N.Y. & New Eng..| 400) 400 5,017; 2,706,868) 3.6) 67, 246) 6 
N. Y., Ontario & +| 373 1,725,592} 1,803,965)...........) 4.3) 4, | ..--| 210) 4.3 
N. Y., Susq. & W.. 147) 1,005,949 946,524! 6.3) 6.439) 404).... 6.3 
Northern Central. .| 322) 983,22: 5,079,608 1.9) 5.775| ....| 208) 1.9 
Pennsylvania. ..... | 2,282) 2,135) 41,568,347) 44,797,586 ..... 7.2| 20,982) ....|2,766) 13.2 
Phila. & Reading.. 560) 26,638,014) 28,656,597)... ... 70) 18,369) aassee 7.0 
Rome, Wat. & Ogd. 417) 1,583,644) 1,576,270 0.5) 3,780| 18)... 0.5 
West Jersey....... 1$6) 1,199,147| 1.236,518|. .........| 3.0) 6,508) ... | 512) 7.9 
eaentied (Fare! Waeects bce Metis iene ssvseiedil 9 Tees a -| = a (en 

Total, 15 roads../1 10,439) Leo! as | | 115 576.126) 123,148,098) 10,908) 11,797 | ggg! 

7) eee . eves | 


Total inc. or dec.|. 




















SOUTHERN ROADS. 












































960,486. POUR MTE . cccscicss 




















































































































































































































| \| l 
Ala. Gt. Southern..| 290 ones. seoelt 55)| 3,312 5.5 
Ches. & Ohio...... | 520 eee ne 3,047,039) 3,229,692)..... ..... 5.7|| 5,860 5.7 
Eliz., Lex. & B.S. | 130 coos] -- |] — 648,034]  607,042)....... .. 7.0|| 4,990 7.0 
Ches., O. & S’west. | 399 T2t] c1..]] 1.423/568| 1,236/366) 15.1| 3,568 oof St 
Cin., N.O. & Tex. P 336 --| ..--|| 2,419,830) 2,419,155) wees || 7,202 (oe eee 
¥. Tenu.,Va. & Ga.| 1,100) 1,100 --| «2+|| 3,710,593) 3,616 819 2.6|| 3,373 ee ee 
Fla. Ry. & Nav.Co.| 491 ..| 8.8)| 880.807, 878,268, 0.3|| 1,649) 1,789) 1140) 7.8 
Ill. Cent . So. Div . 602} 109) ....) 18.1|| 3,870,917) 3,757,446) 2.0|| 5,444 6,242 | 798) 12.8 
Kentucky Cent ...| 229 | 9.1)| 787,051) — 865.377).... .... 9.1) 3, 3,779 | 631| 16.6 
Louisville & Nash..| 065, 45) 1.7/| 12,508,017) 12,370,338) 1.1 5,990 172 2.9 
Mem. & Charleston | 292 ++] seee|] 1,280,015] "1,254-049)........... 5.8) 2 5.8 
Mobile & Ohio..... 527 vee]: SEEN 1,773,072) 1,875,775]... . .....| 5 5) 5.5 
Nash.,Chat.& St. L.| 561 MII} “a07]| 11ga1g00] 2f261'170/2°0.2 252: | 10.2 6 
N. O. & Nor’east..| 195 seve) szeal]  GUBBLT) | 445,357) 38.2) 8.2 
Norfolk & Western 504 ~ 1.6|| 2,521,688) 2,464,050) 2.3)| 0.7 
Rich. & Danville. ..| 757 | sse{) 3,615,358) 3,507,015 3.1)| 88 oo) RS 
Char., Col. & Aug| 363 .| 1.8]| (734.627) 692,431) 6,4 )| 907; 78]....] 4.1 
Col. & Greenville. | .-| ....||  620,957| 604,925 2.7 2,044) 54|....] 2.7 
Georgia Pacific. .| 305) ...| 42]! — 600,344) — 428,382! 3.6 1,732) 156)....| 9.1 
Va. Midland. ....| 352) | ... |} 1,420,015) 1,474,484)........... 3.7|| 4, 34) 4.189) /153| 3.7 
Western N. C....| 231) ..| 18.7|| _ 427.374) _ 398,480 7.3 60| 1.725) ....|165) 9.7 
South Carolina ...| 247] wc] .eee|] 1,028,332] 1,102,096)........... 66 4,462) ..../295| 6.6 
Vicks. & Meridian .| 142 SIE) ““gnataas| "aaatpeg | 20001 ebasl 7.3 3,129] ....|227] 7.3 
Total, 23 roads, . .| 11,158 10,934 35 me 47,149,361 47,039,125, 1,030.359) ..+|| 4,226] 4,302) ....) 76} 
Total ine, or ee omasen ] Saket } wee] QL] coetcceeeoee Jocee ccccvece > | O.2}|.... e] 2. ee] ee 76, 1.8 
CENTRAL GROUP. 
Chi. & Eastern 1l..| 252 wl ..+-{| 1,501,000) 1,413,131 6.2| 5,608) ..| 62 
Chi. & West Mich.. 413 | .ee-|| 1,188,377] 1,375,130 13.0 3,329) 452) 13.0 
Cin.,{nd..St.L.&Chi 342 | 2,167,448) 2,231,686) 2.9 6,525) 187, 2.9 
Cin., Wash. & Balt. 281 | || 1,544,151) 1,680,684 8.1 5,981 486) 8.1 
Cleve.,Akron & Col. 144 | ceil 009]  445,042)........... es 3,090] ....|....| ... 
Det., Lan. & No... | es es | || 1,122,419) 1,245,451) 9.9 4,772| ....|472| 9.9 
Ev. & Terre Haute.) 146 se] seeel| 291 K 0.2 4,714, - a a” 
Flint & Pere Marq..| 362 » | se-|| 1,759,835] 2,081,143]... ...... 15.4 5,749| ... |888 154 
Til. Cen., IU, lines. . 953 sce) || 5,920,141 5,661,493) 4.5 5.941) 271)....| 4.5 
Ind., Bloom. & W 532 --| 2,178,418) 2,1: 2.1) 4,011; 84)....) 2.1 
. Y., Pa. & Obio. .| 587 a || 4,627,466) 5,168,787|........... 10.4) 8,805| |923| 10.4 
Ohio & Mississippi. | 615 vese{ seee{| 3,806,709] 3,419,883)........... 1.5 5,561, ....| 86) 1.5 
Ohio Southern..... 130 ils] se. || 425,949) 425,892) = eR, 3,276 os ae 
Peoria, Dee. & Ev. 254 ve] eeee|| 672,119] 702,722)..-...- 220+ 4.3) 2,767| ... 224 4.3 
St.L.,Alton & T. H: 
Main Line........ | 195] ....|....| ....|| 2,104,284] 1,228.758]..... .... 10.1)! 5,663) 6,301) ... 638) 10.1 
Belleville Line....|) 138) 138) .... sea) <*:|| 1868) | 679.697 | 3 0.5) 4,925) 23]....| 0.5 
Wab., St. L. & Pac.) 2,994) 3,273 279| 8.5|| 12,712,632] 13,734,135)........... 74) 4,196! 50|...:| 1.2 
j - 2 AS Sees ee | | j eece| | eee © | ee © --|— | -- — 
Total, 17 roads...| 8,599} 8,878 .... 279 ~...|| 42,108,116) 44,315,963, 395,115/2,602,962| ... || 4,897) 4,902 95) . 
Total ine. or dec.|...... | .... : it | eae died vines wine laxi peeeeke (2,207,847| 4.9||......| ...... | | 95) 1.9 
NORTHWESTERN ROADS. 
1 | | | 
| | | - 4 
Bur.,Ced.Rap.&No. 730) 239) ... | 32.7), 2,826,605) 2,508.009) 2.6 3,436 | 519] 15.0 
Oostral lowa....... 500 | ..e+|| 1,178,394) 1.329.961) 24 2.660 | 303! 11.4 
Chi. & Alton. .... 5 we] eee] 7,267,675] 8,016,563]....... ... 9.3 9,431) ....| 881) 93 
Chi., Bur. & Quincy 355) -.| 37|) 24,226,400) 23,423,314 3.4 6.982) ....| 20) 0.3 
Chi., Mil. & St. P... 4.776 ..| 1.6)! 22,075,959] 21,252,000) 3.9) 4,450} 99)....| 2.2 
Chi. & N. W........ | 3,840) 3,769| 2.1|| 22,332,220) 21,540,15) 3.7) 5,729|  87|....| 15 
Chi., St. P., M. & O.| 1,316) 1,296) 1.5|| 5,362,815) 5,340,742 0.4) 4,121) ... | 46) 1.1 
Des Moines & Ft. D| '138) 138) veee|| 347,420) 324,597 7.3) 2,352) 166. .| 73 
lil. Cent., lowa lines) 402) -..|| 1,494,568) 3.561.849) 4.3) 3,885) ....| 167) 4.3 
Marquette, H. & O 126} 22 17.6)| | 798.751 798,568) AS 6.33%! /941/ 14.8 
Mil., L. 8. & W.... 380) 117 30.8|! 1,225,902) 1,026,728) 9 4 2,702| | 2 5) 8.7 
Mil. & Northern... 227} ‘iach aaieg 514.434 77.750! 7.7 2,105] 161} ...| 7.7 
Minneap. & St. L.. 355) ..| .see{| 1,618,091] 1,642,199] ...........] 1,5) 4,626 ....| 15 
Wisconsin Central. 440) 1,338,228) 1,299,504) pecs, 3.9 2.953 88)....| 3.0 
Total, 14 roads. ..|18,015|17,335) sees] ....|| 92,607,512) 90,541,936) 3,057,420) 991,844 5,142) 5,223) | 81) 
Total inc. or dec.| . ....| ...... j eae aa | iene ceweenes faaweccsh thes | BOT STG) .cccccccc)| VS cs.) vocree | esse] 81; 16 
| | | | | | 
ROADS NORTHWEST OF ST. PAUL. 
| | | = | 
Canadian Pacific. ..| 2,885| 2,348 537/ ....| 23.2|| 7,632,492) 5,228,970 2,403,522| 2,227, 419) ...| 18.8 
Northern Pacific...| 2,556! 2,450] 106). ..! 4.3] 10,574,328) 11,855,076|..... ..... 4,137; 4,839] ....| 702) 14.5 
St. P. & Duluth.... 27| 227) ....|....] ....|| 1,256,896] 1,207,456 €,537| 5,319, 218)....| 4.1 
St. P., Minn. & Man| 1,431) 1,377 --+| 40)| 6,804,576, 7,494,758)........... 4,755, 5,443 vo. | 688 12.5 
l- ae ee | | eee —_— ———— —__—.. ee eee | aoe = 
Total, 4 roads... 6,402 ...-| ....|| 26,268,292| 25,786,260] 2,452,962 3,770, 4,028] ....| 328) 
Total inc. or dec.| Raga | ae 10.9, Lng whbs e¥SeE eae mn Bene ae 462,032) .... 020.) LB]... 00] oe wee ae —_ 8.0 
SOUTHWESTERN ROADS.° 
| | | | | | me 
Ft. Worth & Den..| 110 me 431,095}  437,884)........... 16)| 3,291) 3,981) ....|690) 17.3 
Gulf, Col. & S. F..| 536 o 1,620,881| 1,585,547 2.2|/ 2,963] 2,958 5)....| 0.2 
K. C., Ft. 8. & Guif| 389 sf 2,349,133] 2,201,680 6.7|| 6,039) 5.660 379 ves] 6.7 
Kan. C. Spr. & Mem 282 ka 1,380,919} 1.063.988 29.8) 4,897) 3.773 /1,124)....| 29.8 
Lit. Rock & Ft. Sm. 168 sa 541,467, 512,559 5.6|| 3,223) 3,051) 172)....| 5.6 
Lit. Ro.. M. R. & T. 170 se 311,300} 313,447) | 0.7), 1,831) 1,844) | 13) 0.7 
St. L., Ft. 8. & W. 164 ke 922} 462,712 27.7) 2,911) 2,821) .| 8.2 
St. L. & San Fran. .| 763 ase 4,012,564, 4,290,979) 6.5|| 4,991) 5,624) _ ../633) 11.3 
Texas & St. Louis. .| 735 boca 079.003 914.781 -| 18.0)| 1,468) 1,245, 223) ...) 18.0 
Vicks., Sh. & Pac.. 138 Ses 378,655, 237,282 : =) 2,227] 1,719] 508)....| 29.2 
Total, 10 roads. 3,455 -...|| 12,695,939) 12,020,859) -2+_|| 3,528) 3,479 49...) «.-. 
Total inc, or dec.| ......| ...... 4. | Cake SoS. bones has 5.6)| cones | 49)....) 14 
! | 
FAR WESTERN AND PACIFIC ROADS. 
] Nl 
' 
At., Top. & S. Fe.. 2,336 ...-| 1.9|| 14,818,091] 15,056.800)........... | 6,446). ..|437, 6.7 
Denver & R. G. ...| 1,317) 1,317 seo| eeee|| 5,827,852] 5,130,745 3.896) 377). ..| 0.7 
Denv. & RioG.W.| 368 ait BS 936.718} 751,480 2.042) 503)....| 25.3 
Union Pacific .. 4,415 -.-+| 1.9]| 23,576,684) 23,337,704; 238 »240) 5,286). ..| 46 0.9 


Total, 4 roads... . 
Total inc. or dec 





Granp Tota. : 
Total, 87 roads..... 
Total inc. or dec... 
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tary Executive Board of Temporary Civil Engineers’ Com- 
mittee on National Public Works, also one from L. E. Cooley, 
President of that board. 

It was resolved that a standing committee consisting of 
five members of this club be elected to consider and report 
upon such questions as relate to the conduct of our National 
Public Works, and to act in conjunction with similar com- 
mittees of other societies. 

Messrs. McMath, R. Moore, J. B. Johnson, Holman and 
Ockerson were then elected members of that committee. 

It was resolved that the standing committee just elected 
be entitled, the Standing Committee on National Public 
Works and that its chairman be a full member of the Civil 
Engineers’ Committee on National Public Works as suggested 
by the Cleveland Convention, but no action of this committee 
shall be held as binding this Club until it shall have been re- 
ported to and indoveed bey the Club. 

The conclusions of the Cleveland Convention were referred 
to the Standing Committee to report at next meeting of the 
Club. The Club thenadjourned. 

A Big Pumping Engine. 

A telegram from Bethlehem, Pa., Dec. 31, says: ‘‘ The 
monster engine President, which the owners proposed usin 
in case the project to supply water for Philadelphia through 
a line of mammoth pipes is successful, has been started at the 
zinc mines at Friedensville. The engine is running very 
smoothly, and throws out over 8,000 gallons of water per 
minute. When it is run at the highest speed the quantity of 
water is increased to 15,000 gallons per minute. The cylin- 
der is 110 in. in diameter. The piston rod is 16in. in 
diameter, with a 10-ft. stroke. The engine can lift 52,800,- 
000 pounds one foot high in one minute.” 


A Well Known Iron Man. 


One of the city dailies speaks of Barrow, Hematite & Co. 
We presume the second member of the firm is Brown Hem- 
atite, so well and favorably known in the iron trade through- 
out the world.—Pittsburgh American Manufacturer. 


Natural Gas. 


There are now only six iron and steel mills in Pittsburgh and 
Allegheny where coal is used as a fuel. At the Pittsburgh 
Forge & Iron Works at Verner station, gas made from slack 
coal by the Siemens process is used in the heating furnaces. 
The puddling furnaces and all other parts of the mill are 
still operated by coal. Oliver Brother & Phillips still oper- 
ate their Allegheny mills with coal, and in their South Side 
mills natural gas is only used in the puddling furnaces. The 
other mills using coal are the Elba Iron & Bolt Works, the 
Anchor Nail & Tack Works, the Kensington mill and the La 
Belle miil. The last named mill changed from gas to coal on 
account of the failure of the supply. The total daily con- 
sumption of coal in the iron mills is now 33,800 bushels. The 
Continental Tube Works claim that they can turn out a_bet- 
ter pipe with less iron than they did when using coal. There 
is less scaling and a more equal heat.—Pittsburgh American 
Manufacturer. 








THE SCRAP HEAP. 


The Boston & Albany Railroad Library. 


One of the excellent provisions made by the Boston & Al- 
bany Railroad Co. for its employés isa library of well-selected 
tocke placed in the company’s building at Springfield. The 
employés appreciate the privilege well, as note the following 
factstaken from the report of the institution for the year 
just closed: Whole number of books in the library at the 
present time. 2,047; added during the year, 222; number 
drawn, 4,600; number of persons who availed themselves of 
the privileges of the library was 520. 

Donations of books were received during the year from the 
directors of the Boston & Albany Railroad; E. Gallup, Gene- 
ral Superintendent of the road; A. B. Underhill, Superin- 
tendent of Motive Power of the road; James A. Rumrill, 
ee of the road; and G. W. Armstrong, of 

oston. 


A Narrow Escape. 


The dam across the Wabash creek at Reevesdale, near 
Tamaqua, Pa., burst ov the morning of Jan. 8. The 7 o'clock 
passenger train from Pottsville was just opposite the dam 
when it broke. The backwater struck the cars and ran into 
the heaters under them, causing a vast volume of steam to 
arise and envelope the entire train. The passengers were 
much frightened. The engine, however, escaped the flood, 
and pulled the train safely through the water. The tracks of 
the Philadelphia & Reading Railroad were much washed and 
completely inundated, delaying all trains. The burst was 
caused by the breaking of an old tunnel in the abandoned 
Reevesdale colliery. 


Railroad Young Men's Christian Association. 

The Ladies’ Auxiliary of the Association in Minneapolis 
Minn., celebrated New Year’s by a dinner to railroad men at 
the reading room. Over 300 were entertained, and after the 
dinner was over a social meeting was held with music, both 
instrumental and vocal. In all over 400 railroad men visited 
the rooms during the day. 

The rooms of the Association are now well furnished, and 
are largely attended. The meetings and religious services 
are also well attended. 


A Brave Engineer. 

A dispatch from Petersburg, Va., Jan. 4, says: ‘The 
fast mail train on the Atlantic Coast Line, which arrives 
here from the South at 10 a. m. narrowly escaped being 
wrecked this morning, and was only saved from destruction 
by the coolness and heroism of the engineer, William 
McMillan. About a mile north of Rocky Mount station is a 
bridge which spans a small stream 30 ft. beneath. The train 
had barely got under way when the engineer, in the dim 
morning light, noticed that a portion of the bridge was on 
fire. e was too near to stop his train, but had recourse at 
once to a bold and dangerous alternative. He opened wide 
the valve, put on all steam, and, bravely standing to his 
post, dashed over the burning bridge at a speed of miles 
anhour. The plau worked successfully, and the train had 
just cleared the bridge when a smail section of it fell in. The 
concussion sustained in passing over the burned bridge so 
rapidly caused several coaches to break loose from their 
couplings and the passengers were severely jostled. Aside 
from being bruised, however, the passengers were safely 
conveyed across the bridge, and were loud in their praises of 
Engineer McMillan’s nerve and cool head.” 


He Whistled. 


‘*Your train has been gone two minutes, sir,” said the 
man at the passenger gates of the Brush street station, as a 
traveler came puffing up with a valise in each hand. 

‘Two minutes, eh ¢” 

‘“* Yes, sir.” 

** But I hollered to ‘em to wait.” 

** Didn’t hear you, sir.” 

‘**Didn’t hear me whistle ?” 

** No, sir.” 

‘* Well, I suppose you didn’t and, I'll have to wait. If I'm 
late for the next train I'll telephone you from up-town, or 
send a boy with a note.”—Detroit Free Press. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—Ali persons connected with this paper are forbid 
den to ask for es under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
th: letting, progress and completion of contracts for new 
works or tmportant improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 

of all of which will be published. 





Advertisements, — We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umus, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE NEW CHICAGO POOL. 


The first action of the Western railroads toward car- 
rying out the purposes of the trunk-line contract was 
taken last week bythe lines from Chicago eastward— 
the most important of the trunk line western connec- 
tions for whose initiative the other western roads are 
likely to wait. The trunk line contract provides a course 
of action for the trunk lines, and not for any interfer- 
ence with their western connections in such matters 
as making pools, etc., which is recommended to these 
lines, but which they are left to organize and carry 
out at their discretion, though the trunk lines do, for 
their own protection, say on what terms they will 
take business from them. 

Nevertheless, the Western lines can cause a great 
deal of loss to themselves and a great deal of trouble, 
at least, to the Eastern trunk lines by the irregulari- 
ties which, seoner or later, are sure to arise if there is 
no organization to prevent it, and which usually be- 
come evident by this time of the year, unless there is 
an unusual pressure of traffic. There have been some 
such irregularities already this year, and it was ful! 
time that something should te done to prevent their 
repetition. The through shipments have been so ex- 
ceptionally light this winter that the danger of rate- 
cutting seemed even greater than usual. 

There is a great deal to be done in the West. The 
places at which pools are needed are numerous, and 
the number of companies competing is very great, 
some with but a very small interest in the through 
trunk-line traffic, which they are always willing to 
subordinate to their other greater interests. So to 
complete among them an arrangement such as that 
among the trunk lines is an extremely difficult v. ork, 
and likely to take a long time, with the best of will. 
It is, therefore, regrettable that there was so much de- 
lay in making a beginning. 

The Chicago meeting had no representative from 
the Chicago & Atlantic, and this leaves it uncertain 
whether it will be able to carry out the plan which it 
has made for maintaining rates and dividing traffic. 
It is understood that it agreed upon such a plan and 
selected Mr. Geo. R. Blanchard as Commissioner and 
Mr. Hugh Riddle as Arbitrator—certainly among the 
most capable men in the country, the choice of whom 
makes it certain that the companies concerned have 
gone seriously to work, and intend and expect to 
effect something. It is understood that they have re- 
solved to pool the Chicago shipments, the allotment 
to date back to Jan. 1. 

While trouble at Chicago is likely to have more 
serious consequences than anywhere else, it does not 
begin there so often as at some other places, notably 
Peoria. At St. Louis, Indianapolis and numerous 
smaller places pools are needed also, so that .very 
much remains to be done after the Chicago busin: ss 
is provided for. It is true that the trunk lines have 
agreed to take action which of itself will tend to 
keep up rates on the western roads, but it is very 
desirable that there should be no occasion to take 
such action, but that at all times the eastern and 
western roads should codperate. This they are very 





sociations with authorized agents like that just 
formed in Chicago. 

It seems natural that the Chicago railroads should 
call Mr. George R. Blanchard. late Vice-President of 
the Erie, to be their Commissioner, rot only because of 
his familiarity with traffic questions, which is scarcely 
surpassed, but also because of his diplomatic ability, 
which is remarkable. This latter quality is perhaps 
of primary importance in such a position, where there 
are many parties to the combination, which cannot 
last a week unless some of them accept arrange- 
ments which they very much dislike, and where if 
any one does wrong he can for the most 
part only be made to do right by persuasion. Mr. 
Blanchard also is fertile in expedients and always 
ready to take the initiative, which is also necessary 
in the conduct of a railroad combination, which may 
easily fail because no. one comes forward to do 
what al], in some shape? or other, desire to have done. 
It is permitted to drift, and is very likely to drift on 
the rocks and be wrecked. Someone needs to keep 
his hand always firmly on the helm and steer so 
as to avoid threatened dangers. 

Nevertheless, it was hardly to be expected that the 
managers of the various lites should unite on Mr. 
Blanchard. His late position as the representative of 
one trunk line was likely to bring him into sharp antag- 
onism with some of the others, and lead him to an- 
nounce and strongly support principles and rules for 
the division of traffic, etc., which some of them re- 
gard as harmful to their particular interests. That is, 
he is called to act as judge of cases in which he has 
It is 
true that the Chicago roads do not include the trunk 
lines, with which Mr. Blanchard’s work mostly lay 
when he was with the Erie, but they include roads con- 
trolled by the trunk lines and with identical interests. 

Moreover, there has been a change in the adminis- 
tration of Mr. Blanchard’s old company, under cir- 
cumstances which might make its new management 
fear that he would have some bias against it in 


heretofore been a leading advocate on one side. 


eases before him involving its interests—cases 
which are sure to arise in the distribution of 
Chicago shipments. The Erie, it is true, is not a 


Chicago road, but it is important that it should 
have confidence in the conduct of the affairs of 
the {Chicago pool. Thus the very abilities and 
recent prominence of Mr. Blanchard in the negotia- 
tions of the railroads with each other might very 
easily block the way to his engagement in such a po- 
sition as that to which the Chicago roads have called 
him. That under such circumstances he should be 
selected for the place is a notable testimonial of con- 
fidence. That he is generally considered especially 
qualified for such a place may be known by the fact 
that when Mr. Fink resigned and intended to give up 
his connection with the trunk line combination en- 
tirely, Mr. Blaachard was almost the only person 
spoke of for his su:cessor, and was recommended as 
such by Mr. Fink himself. 

An association at Chicago, especially if conducted 
by a person of commanding ability and influence, is 
likely to have a great effect on sitailar combinations 
elsewhere. The Chicago railroads are likely to be the 
chief sufferers by any irregularities elsewhere in the 
West, especially if the trunk lines insist on collecting 
their proportion cf the full rates on all business, as 
they have contracted todo. Their agent, therefore, is 
likely to be very active in working fcr such provisions 
as will maintain rates at Peoria, St. Louis, ete. 
It may be said that the lines carrying from 
these places have more interest than any one else 
can possibly have in maintaining the rates from them, 
and that therefore they should need no urging. But 
all experience teaches that to get such things done 
needs the constant urging of some outside and disin- 
terested party, whose business it is to see that there is 
harmony. Few men know the amount of work that 
has been done by Mr. Fink in urging competitors as 
remote places to stop throwing away their profits. If 
these efforts should be reinforced by others nearer by, 
the effect ought to be good. It is true that the 
trunk lines, and to a less extent the Chicago 
lines, have an enormous traffic of the kind whose 
value is endangered by the cutting of rates by lines 
which have an insignificant amount of it, so that 
there is reason why thcy should be more anxious for 
the maintenance of rates than some cf those who, at 
the time, may be the chief, or even the only sufferers. 
The trunk lines, on the average, carry eastward from 
their western termini more than 30,000 tons of freight 
per day, and they may well regard with more appre- 
hension the danger of a sacrifice of the profits on that 


| great amount than any of the three or four lines may 
' feel that are actually carrying without profit from a 
| place that ships 100 or 1,000 tons a day. 

much more likely tq do if the western lines form as- | 


The complaints at Chicago recently of a diversion of 








traffic to places further south have doubtless had 
some foundation, for there seems to have been some 
cutting of rates in St. Louis in the first three weeks of 
December ; but they were probably largely the result 
of a change which always occurs when lake naviga- 
tion closes. Up to that time, Chicago is at the west- 
erp terminus of the cheapest route to the East, and it 
therefore draws freight from places far south of it 
from which there is a route to the place of 
consumption much shorter than that via Chicago. 
This advantage ceases suddenly when the lakes are 
closed. The route via Chicago may still be as cheap 
as the more direct one, and it usually is, but it is no 
longer cheaper, and consequently it no longer receives 
so large a share of this freight. There is thus good 
reason why Chicago should receive a smaller share of 
the business from the country southwest of it after 
navigation closes. On the other hand, it should re- 
ceive, or rather there should pass through it, a larger 
share of theshipments from the country northwest of 
it, which then is no longer able to ship to Duluth and 
Milwaukee to be forwarded by lake, and finds its short- 
est all rail route via Chicago. 








November Earnings. 


Our table of railroad earnings in November has 
reports from 91 railroads—a larger number than ever 
was given before : which is of itself an indication of 
improving business. Among the roads which have 
not regularly reported monthly earnings previously 
are the Buffalc, New York & Philadelphia, the New 
York City & Northern, the Rome, Watertown & Og- 
densburg, fhe Minneapolis & St. Louis, and the two 
Little Rock roads, which latter, however, have omit- 
ted or delayed reports only for a few months. 

The aggregate mileage and earnings and the aver- 
age earnings per mile of the 91 roads reporting for 
November were 






1885. 1884, Increase. P.c. 
Miles ibaa “aerne 69.334 67.256 2.078 3.1 
Earnings .. ..$39,679.462 $37,482,421 $2,197,141 5.8 
Earn. per mile.... 572 557 15 2.6 


The month, as we pointed out when the returns first 
began to come in, was exceptionally unfavorable in 
1884; The 79 roads then reporting earned $3,209,120 
less than in 1858, and their average earnings per mile 


decreased $75, or 124 per cent. This is not 
nearly made good by the increase in 1885 
of $15, or 24 per cent., in earnings per mile, 


so that the earnings last November are actually 
unfavorable when compared with those of any other 
recent year except 1884. What makes them encourag- 
ing is that they are an improvement over the earnings 
in previous months of 1885, marking, it is to be hoped, 
the close of a long period of an almost continuous 
decline in average railroad earnings. 

This will appear better by the following statement 
of the earnings per mile in November of the different 
railroads for the last six years. 

Examination of the aggregate earnings of the differ- 
ent geographical groups of railroads, as presented in 
our table, shows an increase in earnings per mile in 
ali except that of the lines northwest of St. Paul, 
which has the largest increase of mileage, and in that 
of the Southern roads east cf the Mississippi. The 
best showing is by the lines southwest of St. 
Louis, which gained no less than 153 per cent. 
in earnings per mile. A greater than the aver- 
age improvement is shown also by the lines west 
and northwest of Chicago, which gained 94 per 
cent. in total earnings, and 5} in earnings per mile, 
while all but one of them had some increase, and in 
the lines north of the Ohio, which gained 6 per cent. 
without increase in mileage,and for two years had been 
doing very ill indeed. These three groups, having to- 
gether 43 per cent. of the total mileage, made 60 per 
cent. of the increase in earnings. The gain of the 
Eastern roads, was just about the average. 


November Earnings per Mile for Six Years, 


1880. 1881. 1882. 1883. 1884. 1885. 
Ala Gt. South ......... $21L $270 $338 $375 $426 $340 
Atch., op & S.#...... 575 741 727 692 624 669 
Bost., Hovsac T.& W... .... ‘ieee suas 337 432 546 
Buff., Roch. & Pitts. ... .... iene 251 282 355 385 
ee OE 4 ee 385 355 404 432 332 316 
ee S| fea same 290 260 229 2 
Central Iowa...... ..... 507 436 367 286 240 247 
Char., Col. & Aug....... or ath 271 242 229 210 
Ches & Ohio............ 508 529 582 668 F31 547 
Dnee., O..258. W. :....00: cael ‘aint aks 333 «347880 
Ew eC eee 829 794 882 943 887 862 
ay 3S Se 570 593 642 595 587 634 
ON ee ee 671 610 623 531 5>9 
Chic. & W. Mich......... 271 312 $26 2 261 £83 
Chie., Bar: 2 O......... CH 573 678 780 644 649 
Chic., Mi. &€StuP.. .. . 49 397 473 511 481 433 
Ghic , 51. P., M..& Om... 416 409 475 456 416 459 
Cin., Ind., St. L. & C 697 ~=617 653 618 574 569 
Oin., N. O. @ Tex. Pac. .... 672 723% 698 #4688 752 
Cin. Wash. & Balt...... baa ‘i 587 584 543 509 
Clev . Ak. & Col..... .. 248 264 305 286 260 250 
Denver & Rio Grande... 741 542. 442 419 #£351 445 
Den. & R. G. West ..... re: paar ian 293 243 259 
Des Moines & Ft. D..... 369 474 232 247 244 278 
Det. Lan. & North...... 512 540 621 491 373 380 
F. Tenn., Va. & Ga.....: 332 338 400 373 346 364 
Evansville & T. H....... .... 355 22 400 412 444 
Flint & Pere Marg...... 44 5.3 586 648 437 485 
Fla. Ry. & Nav.......... es be 181 216 178 200 
Ft. Worth & Deny .,...  .., 244 4860394 230 ©6302 
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} 1880. 1881. 1882. 1883. 1884, 1885. 
Georgia Pacific......... ean Neils sii 178 231 229 
Grand Trunk .. a bgt 643 587 450 415 
Green Bay, W. & St ‘ 190 £01 217 144 157 
Guif, Col. &8 F........ 403 «411 564 442 300 41:7 
Til. Cen. in Til........... 66L 624 635 6:7 575 603 

a $0 SOOM... 5.005. 436 408 430 480 380 8 3587 

is So Div.. 768 804 897 923 775 8 695 
Ind., Bloom. & W.... .. 383 361 370 239 348 3290 
Kan. C., Ft. Scott &G... .... 448 499 403 i64 599 
Kentucky Cen...... ....  .ss- bie 435 333 3828 307 
Little Rock & Ft.S..... .... 389 547 405 524 
L. R., Miss. R.& Tex... .:.. 205 260 289 255 323 
Long Island............. isles 422 481 516 515 £560 
Louisville & Sash. .... 518 5296 492 633 £581 56u 
Maiq. H. & Ont sos OS 937 6OL 221 304 
Memphis& Charles .. . .... be 466 547 488 417 
a ES SS & Se 202 - 222 257 «31983848 
Milwaukee & Nor....... ete wae me oe 239 189 228 
Mobile & Ohio ......... 497 8520 471 539 = 481 450 
Nash., Chat. & St. L.... 389 437 376 371 342 #313 
N. Y., Lake Erie & W.. 1,886 1.750 1.765 1,724 1,276 1,462 
N. Y. & New Eng..... . 667 676 692 775 636 774 
N. Y., Pa. & Ohio...... 770 772 930 1,014 831 856 
i ee ree <i --- 590 662 66? 
iA SO ae ne eine 256 472 389 
No. folk & West.... .... 488 535 610 539 478 529 
Northern Central.......1,408 1,494 1,616 1,665 1,475 1.502 
Northern Pacific........ 417 489 529 540 455 464 
Sf eee 558 684 592 449 491 
Ono Soutbern........... .... 238 64 251 3833 376 
Peonsylvavia .. 1,893 1.995 2,909 2,161 1,812 1,719 
Peoria, Dec. & Ev..... 1938 222 211 239 247 
Phila. & Reading....... ‘ 1149 .... 2,486 1,637 1,709 
Rich. & Danville...... 445 aw 479 4:00 49 483 
St. L.. ik. &T. HB: 

Main Line ......... 599 541 797 674 536 = 580 
Belleville Line.. .... 596 53L «66020 «543444 
St. L. &San Fran.... 480 441 502 «45320 «= 5i2Ss«O588 
St. L., Ft.S. & Wich..  ..:. ae : 239 86258 311 
St. P_ & Duluth pia? “ag = 658 624 658 704 
St. P., Minn. & Man.. 458 587 863 626 628 589 
Seuth Carolina........ 475 553 624 505 542 450 
Texas & St. Louis seats Soak os 5 84177) 235 
Union Pa: ific.......... 726 46©74606=— 758s BST—sC544 540 
Vicks. & Meridian..... ca 413. 420 416 381 457 
V., Shreveport & Pac.. Be 238 294 324 5 
. eee 407 «6445 443 474 509 
West Jersey saa nine 441 451 414 427 
Wis. Central 249 151 170 316 «289 8 297 


No less than 27 of the roads which had an increase 
over 1884 in earnings per mile had a decrease from 
1883. No less than 52 out of 78 roads had larger earn- 
ings per mile in 1885 than in 1884, but only 27 of them 
had an increase over 1888, and only 23 out of 68 have 
an increase over 1882. 








The Baltimore & Ohio Cut in Fares from New York 





The Baltimore & Ohio has now begun selling tickets 
to the West from New York at a reduction of $5 from 
the regular rate. This is announced to be in accord- 
ance with its declaration when the other trunk lines 
advanced rates Dec. 1. It then declined to advance 
rates from its termini, at Baltimore and Washing- 
ton. leaving them $3 to $4.50 lower than those 
agreed upon by the trunk lines, of which only the 
Pennsylvania carries from Baltimore and Washington. 
This cut was so large that it affected business from 
Philadelphia, the Baltimore & Ohio rate from Balti- 
more, plus the local rate from Philadelphia, being 
considerably less than the regular rate from Phila- 
delphia. The Baltimore & Ohio then announced 
that it would make «# further reduction if the 
Pennsylvania should reduce its rates from Baltimore 
and Washington, and would always preserve the dif- 
ferences of $3 to $4.50 to the various Western cities. 
It now says that last week the Pennsylvania met its 
rates from Baltimore, charging $13 for tickets thence 
to Chicago. Instead cf making an equal reduction 
from Baltimore, however, the Baltimore & Ohio goes 
to work actively for New York business, making arate 
of $15 to Chicago, which necessitates its accepting $9.70 
from Baltimore to Chicago, and paying for the omni- 
bus transfer at Baltimore. The reduction has been 
widely advertised, and, moreover, commissions 
have been paid to brokers, which enables them 
to sell for a dollar or two less than the Baltimore 
& Ohio’s office price. All this is evidently intended 
not to make money for the Baltimore & Ohio, for it 
cannot increase its profits by carrying people from 
Baltimore to Chicago for the $6.75 or so that it will re- 
ceive after paying the commission, but to destroy the 
profits of some one else—of the Pennsylvania Rail- 
road, which ordinarily takes a very large share of the 
travel from New York, and a still larger share from 
Philadelphia, Balttmore and Washington. Contrary 
to what seems to be the general opinion, it has the 
shortest line from Baltimore to Chicago, and, at equal 
rates, commands a very large part of the travel both 
from there and from Washington to all the Western 
cities which it reaches. 

While the cut was made from Washington and 
Baltimore only, the Pennsylvania Railroad alone was 
affected. Now that the New York rate is cut, all the 
New York roads bave their business diverted, but 
chiefly those which enjoy ‘‘differential rates,” be- 
cause their passengers include those who are most 
tempted by a saving in the cost of their journey and 
are more tempted by the $5 saving which the Balti- 
more & Ohio offers, than by the $1.50 which the Erie 
and the West Shore offer. The Pennsylvania has no 
differential rate, so its New York business is likely to 
be less affected than that of some of its rivals. Other 





than the differential rate passengers, to be sure, are} 
likely to be tempted by a saving of $5, and nearly all 


the second class passengers are likely to prefer first- 
class passage via Baltimore to second class by the 
other routes, especially as they will save money by it. 
There are, however, but about a hundred second class 
passengers per month out of New York, so nobody is 
going to be ruined by the loss of their money. 

Of course the original declaration of the Baltimore 
& Ohio that it would preserve a large. difference be- 
tween its fares and the Pennsylvania’s from Baltimore 
and Washington was equivalent to saying that the 
Pennsylvania should dono Baltimore and Washington 
business; and of course the Pennsylvania is just as 
much entitled to this business as the Baltimore & Ohio 
itself. Without directly saying so, the Baltimore & 


maintained them inthe otber. It is a piece of bar- 
barism, like every railroad war, in which those who 
have no disagreements suffer with the rest. In this 
case the New York Central and the Erie are fined 
heavily because the Pennsylvania and the Baltimore 
& Ohio cannot agree. 








The Incieased West-bound Freight Movement. 


The shipments of through freight from New York 
to the West by the trunk Jines make a very favorable 
showing for December, which is the more to be re- 
marked because this was the first month of the full 
standard rates. The December shipments from New 
York for nime years have been : 








Ohio leaves it to be inferred that it takes this position Joss Year. Tons 
because the Pennsylvania does not help it 50.013) 1883... 2, 
to do a New York and Philadelphia business | + res 4 

pending the completion of its own line from 113,800 


Baltimore to New York. It does not directly claim 
that it should do this, and probably it would be as 
unwilling as any one else to accept as a principle that 
it must haul the trains of any competitor so as to 
help the latter to divert traffic at places where it has 
no road—a principle which would compel it to take 
Western Maryland trains from Baltimore to New 
York should that road be extended at any time to 
Pittsburgh, Wheeling or Chicago. In fact, no one 
knows better than the Baltimore & Ohio that it has 


359 | no right to demand of the Pennsylvania the special 


service which will enable it to do a New York 
passenger business with places to which the 
Pennsylvania has lines of its own. We at 


least are persuaded that this ostensible reason is 
not the real reason, but that the active opposition of 
the Pennsylvania to the Baltimore & Ohio's new line 
to Staten Island is at the bottom of its action. This 
opposition is likely to be felt in the New Jersey Legis. 
lature and in the national Congress, and may possibly 
result in delaying the execution of the scheme for a 
considerable time; it is felt to be unreasonable— and 
is, doubtless, exasperating. There are plenty of rea- 
sons why the construction of competing lines should 
be restricted, but under the actual policy of this coun- 
try, which certainly will not be changed all at once, 
and under which the Pennsylvania has gone any- 
where it pleased, and has for years_ diverted from 
the Baltimore & Ohio a large share of the 
business at Baltimore and Washington—under 
this national policy there has been no restric- 
tion of such lives as the Baltimore & Ohio pro- 
poses to build, and at a time when it is within 20 
miles of its proposed New York terminus, it would be 
very unjust to shut it out from it. Butif it cannot be 
kept out, all that the Pennsylvania can make by its 
opposition is delay, and delay is worth nothing to it 
unless for the time of the delay it can make profits on 
a business that would go to the new line if completed. 
Now, what the Baltimore & Ohio is doing reduces the 
profits during the delay, and is doubtless intended to 
do so. If it can cause Pennsylvania greater losses by 
this course than it would suffer from the proposed 
New York line of the Baltimore & Qhio, then the 
Pennsylvania ean make money by withdrawing its op- 
position. 

Of course it would be easy enough for the Pennsyl- 
vania to cause the Baltimore & Ohio to suffer great 
losses; but it can do this only by increasing its own 
losses, and losing much more than the Baltimore & 
Ohio. Itis to be expected that neither it nor the other 
New York lines will rest easy while the Baltimore & 
Ohio underbids them by so large an amount, but so 
far there are no signs of their meeting its rates or 
making any change in their policy. This state of 
things may continue, but it is very dangerous. The 
Pennsylvania for nearly six weeks kept up its rates at 
Baltimore and Washington, but it came down at last; 
and at New York the number of competitors for the busi- 
ness is so much greater that it will be still harder to 
keep them up to $18.50 and $20 to Chicago, while the 
Baltimore & Ohio is charging $15. There probably 
never has been a time before when such a difference 
would have been permitted as long as this has lasted 
already, and there doubtless is a disposition to suffer 
considerable losses from the present state of things, 
rather than the greater losses likely to follow should 
the Baltimore & Ohio rates be met. If they are met, 
we suspect that fares will go to a very low point 
almost immediately, so that all parties would suffer a 
positive loss on every ticket sold. 

There seems to be no reason to suppose that 
freight rates will be affected, whatever may be the 
fate of the passenger business. The Baltimore & Ohio 
is a party to the freight agreement, and not 
to the passenger agreement, and the cases have 
been numerous where the companies have engaged in 
war to the knife over one traffic and maintained rates 
on the other, or have cut rates in one direction and 





Thus the shipments last December were larger than 
inany other except in 1581, and were 13 per cent. more 
than in 1884, This is a larger gain than in November, 
during more than half of which the rates were 30 per 
cent. lower than the year before. 

Down to the end of July, the New York.shipments 
were less in 1885 than in 18-4, in spite of a great re- 
duction in rates, being 682,443 for the seven months, 
against 687,346 in 1884. Since July the shipments have 
been : 





Aug. Sept. Oct, Nov. Dec, 

1885.... ..... 106,447 127.195 117,191 85,726 82.956 
1884. . . 101,040 10€,819 92,254 78,443 72,568 
Increase... 5,407 20 376 24,97 6,73 10,388 


Until Oct. 5 the rates were not balf as great in i885 
as in 1884, and thence till Nov. 18 were 30 per cent. 
less, so that the great increases of September and 
October may have been largely due to this, especially 
as an advance was expected. But the large gain in 
December had no such cause, and coming after the 
close of navigation could not have been diverted from 
the canal. 

A greater rate of increase is shown at Philadelphia 
for December, its shipments in that month having 
been : 


1879. 1880. 1581. 1882. 1883. 1884. } 
21,751 16,600 20,859 19,407 14,428 12.644 17,311 


The increase last December over the year before is 
37 per cent., but the shipments were exceptionally 
small in 1884, and last mouth were less than in 1879, 
1881 or 1882. When imports of certain kinds of iron 
are considerable, the Philadelphia shipments may be 
very largely increased, and scrap-iron, old rails, steel 
blooms, Bessemer pig, etc., bound to Pittsburgh or 
beyond, probably made a very considerable part of 
the shipments of the first three years above. This is 
also true of the Baltimore shipments, which have 
been, in December : 


1879. 1880. 1881. 1882. 1883. 1884. 1885. 
36,129 16986 10,617 10,863 9,159 10,469 12,788 


Imported iron probably made up the larger part of 
the shipments in 1879 and 1860. ‘he shipments last 
month were larger, however, than in any other since 
1880, and were 21% per cent. more than in 1584. 

These three cities together have shipped, in De- 
cember : 


1879. 1880. 1881. 1882, 1883. 1884. 1885. 
140,298 107,645 145,276 105,958 96.012 95,711 112,055 


Thus their aggregate shipments were larger in 1885 
than in any other since 1881, and were 17 per cent. 
more than in 1884, when they were smallest. 

This is the best evidence possible of an improved 
condition of business. The large shipments in the 
fall months might have been caused, and in part 
probably were caused, by the very low rates; further, 
the expectation of an advance in rates was likely to 
make shipments unusually large for some time before 
the advance, and reduce them correspondingly after- 
ward foratime. Actually it was only for about two 
weeks after the advance to the 1884 tariff that ship- 
ments were less last fall than for the corresponding 
periods of 1884. Nothing but a material increase in 
the consumptive demand after a fall of ‘such ex- 
ceptionally large shipments could have ‘made the 
December shipments so much larger than in 1883 and 
1884. - 








The difficulties attending the reorganization of the 
Philadelphia & Reading Company willbemore clearly 
understood after reading the summary of the report 
for 1885, which is published this week. Notwith- 
standing the economy in operating effected by the 
Receivers, the company’s net earnings fell short of its 
fixed charges last year by $4,597,881 in all, $2,198,826 
of this deficiency resulting from the operations of the 
Reading lines proper, $1,338,378 from the New 
Jersey Central lease and $1,065,677 from the opera- 
tions of the Reading Coal & Iron Company. Last 
year, it is true, was not a very favorable one 
for the company’s coal trade, but no gréat im- 





provement can be expected, if allowance be made for 
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the increase of competition which may be expected 
among the anthracite companies, and for the loss of 
local traffic due to the Pennsylvania Railroad’s new 
parallel line through the Schuylkill Valley, the effects 
of which only began to be felt last year. 

Evidently no plan of reorganization can be effectual 
in its results which does not provide for a reduction 
of the fixed charges within the limits of the present 
earning capacity of the company. But the interests 
represented in the company’s capital account are so 
various, and there are so many different liens on its 
properties, that the task of reconciling them all seems 
almost hopeless, and the only prospect remaining is 
of almost interminable litigation. 

The floating debt, as stated in the report, now 
amounts to $25,070,177, of which $20,832,624 belongs 
to the railroad company and $4,287,553 to the coal 
company. The receivers and managers both express 
their inability to do anything toward the reduction of 
this debt, and leave the work of funding it to those 
who have the reorganization in charge. This floating 
debt is one of the great difficulties to be dealt with, 
making it necessary that any plan to be successful 
must provide for the raising of a very large sum 
of money. It was evident some time ago that neither 
stockholders nor bondholders would be willing to pay 
any considerable assessments, and it is difficult to see 
how any large amount can be raised upon the property 
unless the larger proportion of the present funded 
debt is wiped out, or at least subordinated in its lien to 
that of any new securities which may be issued. This 
is another and not the least of the difficulties attend- 
ing the reorganization. 








Mr. Franklin B. Gowen returns to the presidency of 
the Philadelphia & Reading Railroad Company this 
week without active cpposition, no votes having been 
cast against him. His election went by default, how- 
ever, only a little over one-third of the shares having 
been voted, and it would appear that many of the 
large holders of stock refrained from voting, probably 
in the belief that a foreclosure is now inevitable and 
that an active campaign against Mr. Gowen was 
hardly worth the trouble it might require. At 
any rate the management remains with the Receivers, 
and the new President can take only such share in it 
as the Court may permit. To judge from recent 
utterances on both sides. it is not probable that the Re- 
ceivers will pay any more attention to him than they 
are obliged to, and they may adopt very much the 
same policy towards him which he did towards Mr. 
Bond when that gentleman was elected President a 
few years ago. 

Apparently the only way for their new Presi 
dent to get actual control of the road is to raise 
money to pay its debts, and so take it out of the 
Receivers’ hands’ He asserts his intention to take 
this course, but has not yet shown how he will 
raise the money necessary. That he could, in view of 
the past history of the company, secure the votes of 
over one-third of the stock, including those of many 
of the small and scattered holders, must be regarded 
as due to his extraordinary power of persuasion, a 
gift which has often before carried him through and 
has now served his purpose once more. If he can 
succeed in bringing the company out of its present 
troubles, he will certainly deserve credit for one of the 
greatest feats in the history of railroad administra- 
tion. 








The Freight Car Brake Tests. 





The general adoption of brakes capable of being applied 
throughout a freight train by the engineer will be of great 
benefit to all concerned, and therefore any step toward the 
realization of this result will be hailed with much satisfac- 
tion. The speedy manner in which the conditions of the 
forthcoming brake trials were arranged between the com- 
mittee of the Master Car-Builders’ Association and the repre- 
sentatives of six different freight-train brakes, at their recent 
meeting at Harrisburg, argues well for the speedy solution of 
the whole question. All those concerned show a most praise- 
worthy readiness to modify any conditions specially favoring 
individuals, and to adopt a programme that would do equa! 
justice to all. The conditions laid down by the committee 
and assented to by the representatives of the various brakes 
were given in full in our last issue, and need not be repeated 
here. 

Though the conditions under which the tests will be con- 
ducted are eminently fair and reasonable, it is, however, 
greatly to be regretted that the trials at Burlington are post- 
poned until July 13. The committee of the Master Car- 
Builders’ Association on Freight Car Brakes originaily 
named Dec. 7, 1885, as the date on which the tests were to 
be made. As the conditions proved unacceptable to the brake 
manufacturers, the meeting at Harrisburg was called to 
enable the committee and the brake companies to inter- 
change views, and the results have certainly been very satis- 
factory. As we announced in our last issue the general 





principles and conditions on which the trials are tc take 
place are settled, and the dates of entry, etc., are fixed. 

The committee suggested that the trials take place in May, 
1886, so that a report of the results could be laid before the 
Master Car-Builders’ Association at the convention in June. 
Unfoi tunately, however, one or two of the brake manufac- 
turers expressed their inability to have a train of fifty cars 
fitted with the brake before next July, alleging that the rail- 
road companies appeared unable to supply the necessary cars 
promptly. The date propused by the committee, May 13, 
would have given the brake companies four months in which to 
procure and equip the cars, and the length of time would cer- 
tainly appear sufficient to permit of some arrangement being 
effected as to the terms on which the railroads would supply 
cars to the brake companies, and afford facilities for fitting 
up the brakes. 

The committee urged in vain that if the trials took place in 
July no report showing a definite step in advance could be 
presented to the Master Car-Builders’ Convention, held in 
June this year, and that any solution of the question would 
be virtually delayed another year. But while the represent- 
atives of the Westinghouse and Widdifield & Button brakes 
were prepared to accept the earlier date, those who attended 
the meeting on behalf of the American Brake Company stated 
that they had found the railroads were quite unable to keep 
their promises as to supplying cars, and that July 1 was the 
earliest date on which they could, with any certainty, expect 
to have a train of cars equipped for trial. As this date was 
too near July 4, it was resolved that the trials commence at 
Burlington, Ia., on July 13, and be continued for one week, 
if necessary. 

The general adoption in freight service of a brake capable 
of being applied throughout the train by the engineer will, 
in many ways, reduce working expenses, and be thus of great 
pecuniary benefit to railroad companies. The use of the 
Westinghouse freight brake on the first five or six cars of the 
freight trains on the Union Pacific has, we understand, ena_ 
bled stock trains to be run safely at a much higher speed than 
was possible with the hand brake, while the number of flat 
wheels is believed to be reduced in the proportion of 4 to 26. 
The possibility that sucb results can be obtained with brakes 
that do not need to be coupled together, or placed next the 
engine, should surely be sufficient incentive to thoroughly 
examine the question at the earliest posstble date. 

In order tosecurea trial at all, it is necessary that the rail- 
roads should lend their cars to the brake companies, and af- 
ford them facilities both for fitting up the brakes and hauling 
the cars to and from Burlington. A little liberality shown 
now by great corporations toward struggling inventors will, 
by widening the field of competition, improve the quality 
and decrease the cost of the freight brake of the future, and 
it would be well if railroad managers showed in an unmis 
takable manner their appreciation of this fact. 








The Evolution of the Locomotive. 





Mr. M. N. Forney, Secretary of the Master Car-Builders 
Association, delivered an interesting lecture on the ‘‘ Evolu- 
tion of the Locomotive ” at the Franklin Institute, Philadel- 
phia, on Jan. 8. Mr. Forney traced the history of the early 
development of the locomotive, commencing with the 
‘* Rocket,” as being the first engine having the two essential 
features of a locomotive, the multitubular boiler and the 
blast. The lecturer then proceeded to relate the development 
of the locomotive in this country, dwelling more particularly 
upon the various successive phases it assumed on the Balti- 
more & Ohio Railroad, describing briefly the once well 
known, but now nearly forgotten, ‘‘ Grasshopper,” ‘* Crab,” 
and ‘‘ Mud-digger” types of engines. All these types and 
their modern successors were shown by a series of stereopti- 
con views, illustrating Peter Cooper’s engine, John B. Jer- 
vis’ engine (the first with a truck), and many other interest- 
ing examples of early engines. 

The views showed the various stages of progression through 
which the locomotive passed, concluding with examples o¢ 
the latest practice, the Wootten, Forney, Consolidation, Mas- 
todon, and other types of engines. It is hardly necessary to 
say that Mr. Forney has made this subject a special study, 
and his lecture both in matter and method of delivery was 
all that could be desired by the most critical audience; the 
facts being correctly and clearly stated, and set forth in a 
manner calculated to interest all classes, from veteran 
railroad men to those previously totally unacquainted with 
the subject. 








While the total grain movement since navigation closed has 
been light, the corn movement has been larger than ever be- 
fore, though not much larger than in some years after a crop 
very much smaller than that of 1885. The receipts of the 
Northwestern markets in December (the five weeks ending 
Jan. 2) have been, in bushels, for the last nine years : 


Year. Bushels, ; Year. Bushels. 
TE ba ce Suielatab eae By FOG OOD | BBB. oc cccccecsscees 10,865,139 
a ee ee 9,853,482 
1879 a: 5 >. ees §,795,995 
Eee ee 9,108,961 | 1885. see... 10,995,848 
1881 6,699,734 


the movement of the crops of 1879 and 1880 was much 
larger than that of 1884, taking the whole year. The crop 
of 1882 was decidedly a light one (100 million bushels less 
than in 1880 and 319 millions less than in 1885), yet we see 
that the movement in December then was larger than ever 
before, and very nearly as jarge as in 1885. This is because 
the crop of 1881 was so very small (521 millions, or 30 per 
cent. less than that of 1880) that there was scarcely any left 
in the country by December, and as soon as the new crop 
could be marketed it was much needed and so was forwarded 
very rapidly. This year the crop is large, but it follows 
a large crop, and the demand for it is not so pressing as in 


1882, notwithstanding which the quantity forwarded has 
been greater than ever before, though prices are comparative- 
ly low. At the price the corn is wanted, as is shown by the 
fact that it does not accumulate in elevators, the total visible 
supply Jan. 2 being only 10,255,000 bushels, against 58,645,- 
000 of wheat. The corn movement is more interesting than 
usual now, because the wheat scarcely moves at all, and we 
must depend upon corn for any important grain movement, 








Chicago through rail shipments eastward for the week 
ending Jan. 9, including only flour, grain and provisions for 
the last two years, but freight of all classes in previous years, 
have been, in tons : 


1880. 1881. 1882. 1883. 1894. 1885. 1886. 
40,238 67,246 55,189 65,900 41,152 54,611 29,175 


Thus the shipments were less this year than in any other, 
and were 45 per cent. less than last year. The shipments 
this year were doubtless materially reduced by the blockade 
of several of the chief lines west of Chicago for a consider- 
able part of the week ; but they would probably not have 
been large if the roads had all been open. 

The total shipments and the percentage going by each 
railroad in each of the last six weeks have been : 

--——_—_—— Week ending. ———_— 














Dec. Dec. Dec. Dec. Jan. Jan 
Tons: 5. st F 19. 26. 2. 9. 
Ae .--. 8236 5,274 5,139 7.024 4,495 3,206 
Grain .. «---22,569 2,342 21,269 18,834 19,440 17,056 
Provisions. ....... 10,443 11,599 10.522 11,715 10,27 8,913 
WORD iscisanves 41,228 40,215 36,930 37,573 34,213 29,175 
Per cent. : 
C.& Grand T. .. 16.5 12.3 9.0 10.6 11.8 (4 
Mich. Cen.... .... 18.0 19.0 21.0 13.5 11.0 13.4 
Lake Shore ....... 15.4 13.9 15.1 20.3 14.7 16.5 
Nickel Plate ...... 8.3 9.8 10.5 10.0 10.4 8.7 
Ft. Wayne........ 21.1 15.9 16.9 16.0 16.4 16. 
a, a eh a 10.8 12.4 1L.4 13.2 13.8 11.8 
Balt. & Ohio..... 7.7 9.8 7.0 7.0 8.9 13.5 
Ch. & Atlantic ... 2.2 6.9 9.0 9.4 13.0 12.2 
OR: cstbexexs 100.0 100.0 100.0 100.0 100.0 100.0 


The shipments last week were thus 5,043 tons, or 15 per 
eent., less than the week before; they were also the smallest re- 
ported since the first week of November. The decrease from 
the previous week was 2814 per cent. in flour, 1214 per cent. 
in grain and 13}¢ per cent. in provisions. 

The blockades are likely to effect this week’s shipments more 
than last week’s; there is freight enough in Chicago to keep 
up the shipments, but it is not likely to go forward any the 
faster because of a brief interruption to shipments from 
places further west. The blockades have been chiefly west of 
the Mississippi. When they are between the Mississippi and 
Chicago they are likely to turn shipments to some extent 
away from Chicago to lines to the east passing south of Chi- 
cago. 

The smallness of the Chicago shipments for several weeks 
past has led some to suppose that the railroads have been 
having an unusually light business. Inquiry indicates, how- 
ever, that they have generally been very well employed, 
doubtless because local business has been more active than 
at some other times. They are, however, not so busy as in 
the first three weeks of December, when they were in some 
cases pretty hard pressed. 

The chief changes in percentages last week were a large de- 
crease in the share of the Chicago & Grand Trunk, and a large 
increase by the Baltimore & Ohio, besides considerable minor 
changes. The three Vanderbilt roads carried 38,6 per cent. 
of the whole, against 36.1 the week before, and the two 
Pennsylvania roads 28 per cent., against 30.2. The Chicago 
& Atlantic again has an unusually large proportion, though 
less than the week before. When the total shipments are 
so small, however, and when arrivals from the west have 
been interrupted by blockades, which affect the eastern lines 
differently, changes in percentages do not have a great sig- 
nificance. 








The diversion of the grain exports of New York from sail_ 
ing vessels to steamers since 1880 has been such that one 
might suppose that sails had been almost driven from the 
ocean—a very erroneous supposition. The numbers of bushels 
shipped from New York by sail and by steam in each of the 
last six years have been : 


By sail. 
63,376,584 


Total. 
113,343,163 





By steam. 
49,966,579 






53 255.728 19,020 583 72,276,312 

. 39,878,449 6,284,289 46,162,738 
.. 44 205,009 4,252,936 48,457,945 
.. 42,961,799 2,431,988 45,393,778 
- 44,221,791 2,881,473 47,103,264 


We see that in 1880 56 per cent. of the grain was taken 
by sailing vessels ; in 1885, only 644 per cent. But if we 
look at the quantity carried by steamers, we see that it has 
not increased, but on the contrary was 11!¢ per cent. less last 
year than in 1880, and 17 per cent. less than in 1881. Now 
the steamers for the most part belong to regular lines, mak- 
ing trips periodically, and carrying many kinds of freight, 
most of which are more valuable and pay higher rates per 
ton than grain, while the sailing vessels generally carry full 
cargoes of grain and get little or no back cargo. The result 
is that when the demand for vessel-room is not sufficient to 
make the grain rates to Europe high enough to pay for the 
round trip, sailing vessels no longer compete for the grain ; 
while the steamers, which get but part of their support from 
grain, continue to make their voyages, and take grain at al- 
most any price to fill up space for which no other cargo can 
+e obtained. The number of steamers taking grain from 
New York has not increased, but the contrary, having been : 


1880. 1881. 1882. 1883. 1884. 1885. 
1,292 1,302 1,069 1,190 1,120 1,098 


being thus less this year than in any other of the six except 
1882, and 15 per cent. less than in 1880. The number of 
sailing vessels, however, has been very greatly reduced, as 
follows : 


1880. 1881. 1882. 1883. 1884. 1885. 
1,789 554 240 166 101 93 





In a single month of 1880 nearly three times as many sail 
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ing vessels carried grain from New York as in the whole 
year 1885. When our exports became enormous, in 1879 
and 1880, vessels flocked to our Atlantic ports to get cargoes, 
and most of the vessels free to seek new business were sail- 
ing vessels. When the exports fell off greatly, as they did 
after 1881, these vessels went where there was a better chance 
of getting paying freight—to California, India or Australia. 
There has certainly in that time been a very large addition to 
the steam tonnage of the world, and little, if any, to the sail 
tonnage ; but the proportion of steam to sail is not nearly 
what the above figures would indicate. Should we double 
our exports at any time, there would, doubtless, be an 
immense increase in the number of sailing vessels seeking car- 
goes here, 








In the article on the terminal facilities of Buffalo published 
in our issue of Jan. 8, the statement that the 15 miles of 
track for local use has cost, ‘‘ including the land, fully $350,- 
000,” should read ‘‘ fully $350,000 per mile.” For this error 
we are responsible, the price given appearing (with- 
out any accompanying details) so enormous, that the 
words ‘“‘per mile” were thought to be an oversight. 
The author, Mr. Haven, has sent us the following 
detailed statement of the cost of these tracks, not pretending 
to exact accuracy, but believed to be substantially correct. 
He explains that that particular fraction of the local track- 
age of Buffalo is, naturally, on exceptionally expensive land, 
where it is readily salable at $300 to $500 per foot front, 
and not in the outskirts of the city, where land can be had 
for $5,000 per acre. The railroads own strips varying from 
60 to 100 ft. deep, and on them are laid three to five tracks. 
The following is the estimate for four miles of these tracks : 


5,280 ft. of land at $250 per front foot.................. $1,320,000 
Planking, 605.280 ft. x 3 in. = 1,050 M. ft., or with 


ups £900 Be. Be. OE OB GOR cccecee ciedccsnees s0ce 21,600 
Grading, averaging 3 ft, deep at 25 cts. per cu. yd ..... 11,750 
4 miles of track at $6,000................. ee wel wep oie 24,000 

ONE, kane, 19: esnd.one basleneaaReneeeeeboeeaeenee $1,377,350 
POP CEO WAT. iioses sienadsevaseansdebaosea Na aeee 344,340 


Adding the cost of approaches to the paved streets and 
other work, and considering that many of the yards are 
paved with stone, Mr. Haven considers his estimate of 
$350,000 per mile quite small, 








One of the penalties of appearing before the public in print 
is thav errors fallen into are apt to be exposed, which is 
scarcely pleasant to the author, and one of the penalties of 
conducting a technical journal is that when errors rise to a 
certain importance it becomes a duty to expose and correct 
them. A mere inadvertence or exaggeration, indeed, as 
when a man asserts that he can tear out his boot-straps when 
ever he wants to, when the fact is that he only does it when 
he does not want to, may well be passed over, but when a man 
asserts that he can lift himself over a fence by pulling on his 
boot-straps he exceeds the proper limits for such leniency. 
Again, if an author be speaking merely as a private individ- 
ual, it may be needless labor to !discuss the matter, even in 
aggravated cases, but when radical errors, in controversion 
of established facts, have received the quasi-endorsement of 
publication by a learned society, they are so liable to deceive 
and mislead that they cannot properly be passed by in silence, 
Humanitarian as well as scientific grounds forbid this, for the 
painful process often has, like the surgeon’s knife, a salutary 
effect on the sufferer and others, checking that exuberance of 
mind which rears tall towers of assertion on slim foundations 
of fact, and diverting the mental activity which it indicates 
into useful channels. 

Two or three errors of the graver kind referred to ap- 
peared in a recent paper before the American Society of 
Mechanical Engineers, and were corrected for reasons given, 
it is thought with due courtesy, in our issue of Jan. 1 last, 
the name of the author being necessarily mentioned once to 
prevent injustice to others. We have received from the 
author a ‘‘reply” to it which, according to one’s point of 
view, may be called either indignant or abusive, and which 
he demands shall be given equal prominence with the original 
article. We cheerfully give it such to the extent that it has 
the remotest bearing on the point at issue, and no further. 

To the first part of what we characterized as the following 
‘* extraordinary statement :” 

‘It is estimated that the actual loss by slippage of the 
wheels and absence of means to prevent the bouncing or 
jumping of the wheels from the rails upon railroads is not 
less than one-fifth their circumference in every revolution, 
causing a constant loss of power to an extent of twenty per 
cent oy the entire power of the engine.” 

The answer is that the statement in the first four lines ‘‘was 
not originated by me (all italics ours), but was taken, J be- 
lieve, from R. Price Williams, of England.” No answer is 
made to our criticism of the last two lines. 

Now, we cannot undertake to prove a negative, and Mr. 
Williams may have said what our correspondent asserts, or 
even worse; but believing it to be that gentleman’s habit to 
kuow what he is putting his foot into before he puts bis foot 
into it, we ‘* believe” our correspondent will have the utmost 
difficulty in showing that Mr. Williams ever said anything 
of the kind, or anything which an ordinarily careful reader 
could even ‘** believe” meant as much, if writing with the 
words before him, instead of from vague recollection. 

The only other sentence in the letter bearing upon the 
merits of this or the other issues raised is the following (the 
italics being our correspondent’s) to which we fear we can 
make no answer which will seem sufficient to any one capa- 
ble of advancing such an argument: 

‘“‘Tfit comes toa question of ‘ authority,’ I submit that the 
American Society of Mechanical Engineers and any of its 
members are fully able to judge of the fitness of such 
grounds as they choose to take, notwithstanding the * * 
criticisms * * * editors * * * utter.” 





Record of New Railroad Construction. 


Information of the laying of track on new railroad lines in 
1886 is given in the current number of the Railroad Gazette 
as follows : 

Atchison, Topeka d& Santa Fe.—The Medicine Lodge 
Branch of this company’s Southern Kansas line is extended 
westward to Medicine Lodge, Kan., 4 miles. 

Wisconsin Central.—Extended southward to Waukesha, 
Wis., 4 miles. 

This is the first track reported for 1886, making a total of 
8 miles for this year. The new track reported tothe corre- 
sponding date for 15 years has been : 


Miles. iles. Miles. 
AES eenye 8 Be veasaunaans oak... eee 16 
eee ool Se ot eee 14 
eae a in ssawewkeee be eee 49 
SE aeeae TS Pb kdtkescansesa) as RES 
eras Ot Sa canepeenina) wh sd 60060. 260056 00 


These figures include main track only, second tracks and 
sidings not being counted. 











NEW PUBLICATIONS. 


The Virginias, a very excellent monthly journal, devoted 
to the forwarding of the material and especially the mineral 
interests of Virginia, and published for several years past by 
Major J. Hotchkiss, at Staunton, Va., has been consolidated 
with the Industrial South, published at Richmond, Va., and 
the consolidated journal will hereafter appear weekly at 
Richmond. The peculiar features which distinguished the 
Virginias will be continued under charge of Major Hotch- 
kiss, The consolidated journa! will continue to be known a 
the Industrial South. 











TRADE CATALOGUES. 
Vick’s Floral Guide.—Published by James Vick, Seeds- 
man, Rochester, New York. 

The very commendable practice of ornamenting the grounds 
around stations now prevails on quite a number of railroads, 
and is rapidly extending. On some roads the grounds are 
laid out by gardeners employed for the purpose, but on most 
of them this work,fand on all the care of the grounds after 
they are laid out, devolves upon the agent and his assistants. 
Station agents who desire instruction in this work, as well as 
the many railroad men who have gardens of their own, can 
find no better guide than Mr. Vick’s very excellent work, 
which contains a great deal of useful information as to the 
care of plants and seeds, the kinds adapted for certain 
localities and for ornamental purposes and other matters. 
The Floral Guide is also published in a very attractive and 
ornamental form. 








A Big Blast. 
The greatest piece of blasting on the Pennsylvania Schuyl- 
kill Valley road was successfully accomplished on Monday 
last near Pottsville. The people of that town had felt some 
alarm in reference to it, as it was known that over a ton of 
dynamite and Judson powder were to be used. Crowds 
gathered on the river bank and hillsides opposite the point 
to witness it, and a number of photographers took views at 
the instant of the explosion. One of the most serious diffi- 
culties encountered in the construction of the new railroad 
was Cape Horn, a spur of the mountain a mile below town. 
It was a solid reck, and the drilling of 22 holes into it to a 
depth of 22 ft. each has occupied many months. It was 
feared that the shock would be so great as to do damage in 
town, and many nervous people waited for its coming until 
long after it had passed, without knowing that it was all 
over. The holes were all fired at once by electricity, and 
were touched off by Contractor Gaynor, who had personally 
superintended the drilling and charging of them. At 4:30 
p. m. he pushed the lever, and in an instant the whole rocky 
mass rose several feet, and then fell back into place with a 
loud, rumbling noise, shaking the ground in the neighbor- 
hood, but neither heard nor felt inthe town. Immediately 
following the first explosion there was another, which filled 
the air with rocks, some =e a quarter of aton. It is 
believed that the mass dislodged weighs 50,000 tons. The 
explosion was witnessed by thousands of people.—Philadel- 
phia Times, Jan, 10. 
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MEETINGS AND ANNOUNCEMENTS, 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Connecticut River, annual meeting, at the office in Spring- 
field, Mass., Jan. 20, at noon. 

Fitchburg, annual meeting, at the passenger station in 
Boston, at 11 a. m., Jan. 26. 

Newburg, Dutchess & Connecticut, annual meeting, at the 
office in Matteawan, N. Y., Jan. 28. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Canadian Pacific, 144 per cent. , semi-annual, payable Feb. 
17, to stockholders of record on Jan. 5. This is the dividend 
guaranteed by the Canadian government. 

Terre Haute & Indianapolis, 3 per cent., semi-annual, 
— Feb. 1, to stockholders of record on Dec. 31. 

2 Vilmington & Weldon, 4 per cent., semi-annual, payable 
an. 15, 














Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Association of County Surveyors and Civil Engineers 
of Indiana will hold its annual meeting at the County Sur- 
—" oftice in Indianapolis, on Tuesday, Jan. 19. 

he American Society of Civil Engineers will hold its 


Liberty street, New York, on the evening of the third Thurs- 
day in each month. 
New England Railroad Club will hold its monthly 
meetings at its rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month, 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
on the third Wednesday in each month. 


Foreclosure Sales. 

The Springville & Sardinia road was sold in Buffalo, N. 
Y., Jan. 11, under foreclosure of a mortgage of $25,000, 
and was bought for $6,000 by 8S. O. Barnum and R. R. 
Buck, a committee representing the bondholders. The road 
extends from Sardinia Junction to Springville, 1114 miles ; 
it is of 3 ft. gauge and has one locomotive, one passenger, 
one baggage and 6 freight cars. At one time it had consid- 
erabhe Uacnem, but the building of the Rochester & Pitts- 
burgh’s Buffalo line cut off all its traffic, and it has not 
lately been operated. The purchasers will probably take up 
the rails and sell the material and equipment. 

The Southern Maryland road was sold under foreclosure 
in Philadelphia, Jan. 13, and bought for $75,000 by Mr. 
Franklin Gregory, agent for the Boston bondholders. The 
road was intended to run from Washington to a point on the 
lower Potomac, but only 20 miles have been completed, that 
section being run as a branch of the Baltimore & Potomac. 
A suit has m begun to set aside the foreclosure on the 
ground that the mortgage was illegal. 


Transportation in Congress. 


The committees of the House of Representatives having to 
act on questions connected with railroads or transportation 
are as follows: 

Railways and Canals.—Davidson, Fla.; Murphy, Iowa; 
Irion, La.; Ellsbury, Ohio: Henderson, N. C.; Stone, Ky.; 
Cole, Md.; Pidcock, N. J.; Atkinson, Pa.; Plumb, IIl.; 
Weber, N. Y.; Van Shaick, Wis.; Pierce, R. I. 

Post Office and Post Roads.—Blount, Ga.: Ward, Ind.; 
Riggs, Ill.; Taylor, Tenn.: James, Texas; Dockery, Mo. ; 
Warner, Ohio; Merriman, N. Y.; Barry, Mass.; Bingham, 
Pa.; Wakefield, Minn.; Burroughs, Mich.; Guenther, Wis. ; 
Millard, N. Y.; Peters, Kan.; Caine, Utah. 

Public Lands.—Cobb, Ind.; Henley, Cal.; Eaton, Miss. ; 
Moran, Ohio; Lafoon. Ky.; Stevens, Mo.; Landis, Il]. ; Me- 
Rae, Ark.; Strait, Minn.; Anderson, Kan.; Payson, IIl.; 
Stephenson, Wis. ; Jackson, Pa.: Voorhees, W. T. 

ivers and Harbors.—Willis, Ky.; Blanchard, La. ; Jones, 
Ala.; Murphy, Ia.; Gibson, W. Va.; Stewart, Texas; Carl- 
ton, Mich. ; Coaching, Miss; Glover, Mo.; Henderson, Ill. ; 
Bayne, Pa.; Stone, Mass.; Burleigh, N. Y.; Grosvenor, 
Ohio; Markham, Cal. 


Association of Surveyors and Civil Engineers of 
Indiana. 

The sixth annual meeting of the Association of Surveyors 
and Civil Engineers of Indiana will be held at the office of the 
County eve, in eee, on Jan. 19. The pro- 
gramme for the meeting includes papers and discussions on 
bridges, roads and highways, instruments, drainage of swamps 
and other subjects, and volunteer addresses and papers are 
also invited. All persons interested in civil engineering and 
surveying in the state are invited to attend. 








ELECTIONS AND APPOINTMENTS. 

Baltimore & Ohio.—Mr. F. H. Britton, late Superintend- 
ent of T rtation, is appointed Superintendent of the 
Chicago Division, with office at Garrett, Ind. Mr. Thomas 
Fitzgerald, late Master of Transportation, is appointed Super- 
intendent of the Central Ohio, the Lake Erie and the Straits- 
ville divisions, with office in Newark,O. Mr. T. J. Frazier, 
late Assistant Master of Road, is appointed Assistant Engi- 
— 3 the Trans-Ohio divisions, with headquarters at New- 
ark, Ohio. 


Bell’s Gap.—At the annual meeting in Philadelphia, Jan. 
11, the following were chosen: President, C. F. Berwind; 
directurs, Samuel C. Lewis, Aaron Fries, John Reilly, F. 8S. 
Lewis, J. H. Converse. 


Buffalo, New York and Philadelphia.—At the annual 
meeting in Philadelphia, Jan. 11, the following were chosen: 
President, G. Clinton Gardner; directors, !C. H. Clark, B. 
K. Jamison, E. W. Clark, Joseph 8. Harris, Isaac N. Selig- 
man, E. F. Winslow, A. N. Martin, C. H. Allen, Bryce Gray, 
E. L. Owen, B. C. Rumsey and P. P. Pratt. 


Burlington, Cedar Rapids & Northern.—The following 
from President and General Superintendent C. J. Ives, is 
dated Cedar Rapids, Ia., Dec. 26: ‘*Mr. J. E. Hannagan, 
having conducted the Passenger Department of this Railway, 
since the death of Mr. B. F. Mills, to the ‘entire satisfaction 
of the management, he is hereby appointed General Ticket 
and Passenger Agent of this Company, to take effect Jan. 1, 
1886.” 


Cairo, Vincennes & Chicago.—Mr. W. F. Johnson is ap- 
pointed Car Accountant of this line, with office at Mt. Car- 
mel, Ill. He was recently on the West Shore road. 


Centreville, Moravia & Albia.—The United States Circuit 
Court has approved the appointment of Mr. Thomas Thatcher 
as Receiver of this road. 


Chesapeake d& Ohio.—The following circular from Presi- 
dent C. P. Huntington in effect makes Vice-President Will- 
iams C. Wickham General Manager; it is dated Jan. 5: 

‘The Second Vice-President, in addition to the duties 
imposed upon him by the by-laws of the company, shall, 
unier the direction of the President, have the management 
and control of the traffic, transportation, rolling stock and 
machinery of the company, the purchase of supplies, the 
proper maintenance of the permanent way, and all other 
matters pertaining and necessary to the effective and eco 
nomical operations of the lines under his control.” 


Chicago, Burlington & Quincy.—Mr. W. D. Sanborn has 
been appointed General Agent of this company and its con- 
trolled lines for California, in charge of both freight and 

nger traffic, with headquarters at San Francisco. Mr. 
Renborn announces that Mr. T. D. McKay has been ap- 
pointed Pacific Coast Passenger Agent of the above named 
roads, with headquarters at 32 Montgomery street, San 
Francisco. 

Mr. E. E. Fayerweather has been sopetntes Assistant Au- 
ditor in Ae ga of a Mr. H. C. = a been 
appoin mera nt of the passenger department at 
i Are City. Mr. Firth, who has been Agent at Kansas 
City, will have charge of the business in the territory west of 

point. 


annual meeting at the Society’s House, in New York, on | that 


Wednesday, Jan. 20. 

The Southwestern Railway Association is called to meet in 
Chicago, Jan. 21. 

The Michigan Engineering Society will hold its annual 
meeting at Ann Arbor, on Tuesday, Jan. 26. 

The American Institute of Mining Engineers will bold its 
next meeting in Pittsburgh, beginning on Tuesday, Feb. 16. 

The Master Car-Builders’ Club will hold its 





monthly meetings through the winter at the rooms, No. 113 


Chicago East-Bound Pool.—Mr. George R. Blanchard 
formerly Vice-President of the Erie, has been chosen Com- 


Chicago, Kansas d& Nebraska.—The directors of_ this 
q : F. M. Darrah, A. J. Harney, Frank 
Howard, Atchison, Kan.; 8. 8. Brown, G. W. Samuel, St. 
: M. A. Lowe, Trenton, Mo.; H. A. Parker, 











44 


THE RAILROAD GAZETTE. 


[JANUARY 15, .-{{( 








! 
Chicago, Rock Island & Pacific.—Mr. W. W. Loomis 


has been appointed Traveling Freight Agent for the Iowa, 
Oskaloosa, Keokuk and Des Moines divisions at Des Moines, 
Ia., and? J. E. Conklin Traveling Freight Agent for the 
Southwestern Division at Cameron, Mo. The resignation of 
Mr. Fred Wild, as General Southwestern Agent at Kansas 
City, having been accepted, Mr. F. M. Day has been ap- 
pointed Contracting Agent, with headquarters at Kausas 
City. Mr. Day will have charge of the commercial interests 
of the road at | once City, Atchison, Leavenworth and St. 
Joseph. ; 


Cleveland, Lorain & Wheeling.—Mr. F. E. Now is ap- 

inted Superintendent of Telegraph, with office in Cleve- 
and, O., in place of Morris G. Smith, deceased. Mr. S. 5S. 
Howell is appointed Chief Train Dispatcher, with office at 
Lorain, Ohio. 


Columbus, Hocking Valley & Toledo.—At the annual 
meeting in Columbus, O., Jan. 12, the following directors 
were chosen: C. H. Andrews, Stevenson - Burke, il 
Greene, Charles Hickox, Charles G. Hickox, W. J. McKinnie, 
J. H. Wade. e board elected M. M. Greene President; 
Stevenson Burke, First Vice-President; Wm. M. Greene, 
Second Vice-President and Secretary; W. N. Cott, Treas- 
urer. 

The position of Roadmaster of the Hocking Valley Division 
has been abolished. Mr. Thomas R. Scanlan is appointed 
General Master of road, bridges and buildings. In addition 
to the duties covered by the above title, he will have full 
charge of the construction and maintenance of fences, stock 
yards, water stations, docks and dock appurtenances. His 
i ademeapbess will be at Columbus, O. 


Dayton & Union.—Mr. W. F. Stark is ee Superin- 
tendent of this road, with office at Dayton, O., in place of Mr. 
J. H. Barrett, resigned to accept service on the Erie. 


Dubuque & Northwestern.—At the annual meeting in 
Dubuque, Ia.. Jan. 5, the followmg directors were chosen : 
J. Bell, B. B. Richards, B. J. O'Neil, J. P. Farley, A. A. 
Cooper, W. H. Day, M. M. Walker, George B. Burch, C. W. 
Benson, 


East Broad Top.—At the annual meeting in Philadelphia, 
Jan. 11, the following were chosen: President, Wm, A. Ing- 
ham; directors, Ario Pardee, Edward Roberts, Jr., Geo, B. 
Markle, Percival Roberts, Edward R. Wood, Franklin A. 
Comly, William Lilly. 


Engineers’ Club of Philadelphia,—The following officers 
have been elected for the ensuing year: President, Washing- 
ton Jones; Vice-President, Thomas M. Cleeman; Secretary 
and Treasurer, Howard Murphy; directors, Frederick Graff, 
Rudolph Hering, Wm. A. Ingham, Wm. Ludlow, Henry G. 
Morris, 


Georgia.—Mr. Joseph W. White has been appointed Travel- 
ing Passenger Agent, with headquarters at Augusta, Ga., 
for this road and its altied and controlled lines, including the 
Atlanta & West. Point, the Western of Alabama, the Port 
Royal & Augusta, the Augusta & Knoxville and the Green- 
wood, Laurens & Spartanburg. 


Gogebic & Lake Superior.—This new company has com- 

leted its organization by the election of B. O. Reynolds, 
Lake Geneva, Wis., President; J. B. Stubbs, Chicago, Vice- 
President; J. G. Sherman, Chicago, Secretary; and J. C. 
Reynolds, Lake Geneva, Treasurer. 


Grand Trunk.—The lines we t of Toronto have been di- 
vided into two divisions. The Northern Division includes 
the main line from Toronto to Detroit and all branches north 
of that line; Mr..Jaines Stephenson is Superintendent, with 
office at Montreal, and Mr. W. R. Tiffin Assistant Superin- 
tendent, with office at Stratford, Ont. The Southern Divis- 
jon includes the former Great Western main line and all 
branches south of the main line from Toronto to Detroit; Mr. 
Charles Stiff is Superintendent, with office at Hamilton. 
Ont., and Mr. R. Larmour Assistant Superintendent, with 
office at London. 


Jacksonville, Tampa & Key West.—Mr. W. S. Sneden has 
been appointed Superintendent of the Southern Division. Mr. 
W. L. Crawford is appointed Superintendent of the St. 
Augustine Division, formerly the Jacksonville, St. Augustine 
& Halifax River road. 


Kings County Elevated.—At the annual meeting in Brook- 
lyn, N. Y., Jan. 12, the following directors were re-elected: 
3. A. Gillmore, James Jourdan, Harvey Farrington, E. A. 
Abbott, Samuel Thorne, James O. Sheldon, George Shea, 
Henry J. Robinson and Wendell Goodwin. The directors 
elected these officers: President, Gen. Gillmore; Vice-Presi- 
dent, Gen. Jourdan; Treasurer, James H. Frothingham: 
Secretary, Henry J. Robinson. 


Lake Erie d& Western.—The board has elected E. H. R. 
Lyman, President ; A. M. White, Vice-President ; L. M. 
Schwann, Secretary and Treasurer. 


Lake Shore & Michigan Southern.—Mr. E. C. Luce is ap- 
pointed General Ticket Agent in place of Mr. J. W. Carey, 
resigned on account of ill health. Mr. Luce has been Chief 
Clerk under Mr. Carey since the present company was 
formed, and was previously General Passenger Agent of the 
Cleveland & Toledo, now part of the Lake Shore road. 
~ Mr. Ross Warren is appointed Roadmaster of the Kalama- 
zoo Division. He has been a conductor on the road fora num- 
ber of years. 


Lehigh Coal & Navigation Co., Leased Lines.—At the an- 
nual meetings in Philadelphia, Jan. 11, directors were chosen 
as below: Lehigh & Lackawanna.—President, F. C. Yar- 
nall ; directors, J. S. Harris, E. W. Clark, F. Hazard, Ed- 
ward Lewis. Lehigh Luzerne Coal Co.—Managers, J. S. 
Harris, F. A. Potts; F. C. Yarnall, J. Dickson, E. W. Clark, 
G. F. Baker, Edward Lewis, Charles Parrish, W. L. Conyng- 
ham. Nesquehoning Valley.—President, J. B. Moorehead ; 
directors, F. R. Cope, W. G. Moorehead, W. P 
Cresson, I. V. WiHiamson, W. C. Ludwig, J. S. Harris, E. 
W. Ciark, P. C. Garrett,.T. C. Henry, F. C. Yarnall, Ed- 
ward Lewis, Samuel Dickson. Tyresckow.—President, F. C. 
Yarnall ; directors, J. S. Harris, E. W. Clark, Edward 
Lewis, T. C. Henry, E. Hill, C. F. Howell. Wind Gap & 
D:laware.—President, F. C. Yarnall ; directors, J. S. Har- 
ris, Edward Lewis, S. Shepherd, E. Hill, E. W. Clark, Jr., 
C. F. Howell. 


Lehigh Valley Controlled Lines.- At the annual meetings 
in Philadelphia, Jan. 11, officers were chosen as below : 
Loyalsock—President, Elisha P. Wilbur; directors, Charles 
Hartshorne, William C. Alderson, John R. Fanshawe, Henry 
S. Drinker, William Stevenson, J. Raymond Claghorn. 
Pennsylvania d& New York—President, Elisha P. Wilbur; 
directors, Robert H. Sayre, Charles Hartshorne, Victor E. 
Piollet, Robert Lockhart, William H. Sayre, James I. 
B ee, Howard Elmer, Elisha A. Hancock, Frederick 
Mercur, William Stevenson, John B. Garrett, Robert A. 
Lamberton. 


Louisville, New Albany & Chicago.—Mr, A. F.. McClat- 
chey, who has been with the Chicago, Burlington & Quincy, 





has been appointed Superintendent off Motive Power, with 
headquarters at Louisville. 


Mann's Boudoir Car Co.— Mr. D. Randall having re- 
signed the pusition of Auditor of this company, the duties 
will hereafter be performed by the Treasurer. All reports 
and communications in regard to a:counts should be ad- 
dressed to Chas, G. Hedge, Treasurer, 18 Broadway, New 
York. 

Mexican Central.—Mr. Charles A. Brown has been ap- 
pointed Assistant Treasurer. 


Nashville & Knoxville.—Mr. M. Crawford, of Nashville, 
Tenn., is President, and Mr. J. W. Blanchard, of Council 
Bluffs, Ia., is General Manager of this projected line. 


New Haven & Northampton.—At the annual meeting in 
New Haven, Conn., Jan. 6, the following directors were 
chosen: Wm. D. Bishop, Bridgeport, Conn.; H. G. Knight, 
Easthampton, Mass.; Charles N. Yeamans, Westfield, Mass. ; 
Charles M. Pond, Hartford, Conn.; George J. Brush, Edward 
W. Reed, Daniel Trowbridge, Ezekiel Trowbridge, George 
H. Watrous, New Haven. 


New York City & Northern.—At the annual meeting in 
New York, Jan. 12, the old directors were re-elected, and 
subsequently re-elected the old officers. 


New York, Lake Erie & Western.—Mr. J. H. Barrett 
has been appointed Superintendent of the Eastern Division 
in place of Mr. E. O. Hill, resigned. Mr. Barrett has been 
for a long time on the Cleveland, Columbus, Cincinnati & 
Indianapolis, and was recently Superintendent of the Day- 
ton & Union road. 

Col. R. P. Shaler is appointed Superintendent of the East- 
ern Division of the leased New York, Pennsylvania & Ohio 
road, with office at Meadville, Pa., in place of A. L. Dunbar, 
resigned. Col. Shaler was formerly on the Memphis & 
Charleston road. 


New York, New Haven & Hartford.—At the annual meet- 
ing in New Haven, Jan. 13, the following directors were 
chcsen : Chauncey M. Depew, Wilson G. Hunt, George N 
Miller, Joseph Park, Abram R. Van Nest, New York ; Wm 
D. Bishop, Nathaniel Wheeler, Bridgeport, Conn.; Edward 
M. Reed, E. H. Trowbridge, George H. Watrous, New 
Haven, Conn ; Henry C. Robinson, C. M. Pond, Hartford, 
Conn.; Charles P. Clark, Boston. The only new director is 
Mr. Depew, who succeeds Wm. H. Vanderbilt, deceased. 


New York & Palisades.—This new company has elected 
the following officers: President, Appleton Morgan; Vice- 
President, E. Leavitt, Jr.; Treasurer, James E. Reynolds; 
Secretary, George L. Baker; Chief Engineer, C. V. W. 


Fonda. The company’s office is at Nyack, Rock!and County, 
New York. 
New York & Sea Beach.—At the annual meeting in 


New York, Jan. 11, the following directors were chosen : 
Jobn Barker, Benjamin P. Lawrence, A. H. Man, A. P. Man, 
Henry S. Iselin, F. A. Potts, George Peabody Wetmore. 


Pennsylvania Railroad Leased Lines. —Atthe annual meet- 
ings in Philadelphia, Jan. 11, directors were chosen as below: 

Martin’s Creek.—President, J. N. Du Barry; directors, 
John P. Green, G. B. Roberts, N. P. Shortridge, Edmund 
Smith, Henry D. Welsh, J. Price Wether1'l. Newry.—Presi- 
dent, Joseph Fichtner; directors, J. N. Du Barry, John P. 
Green, Adam Hoover, Alexander Knox, Francis McCoy, 
Henry McIntosh, Wistar Morris, G. B. Roberts, N. P. Short- 
ridge, Edmund Smith, Henry D. Welsh, J. Price Wetherill, 
Philadelphia Germantowr d& Chestnut Hill.—President, 
Henry D. Welsh; directors, Alexander Biddle, J. N. Du 
Barry, John P. Green, H. H. Houston, N. Parker Shortridge, 
J. Price Wetherill. River Front.—President, J. N. DuBarry ; 
directors, G. B. Roberts, Wistar Morris, N. P. Shortridge, 
Edmund Smith, Henry D. Welsh, Frank Thomson, John P. 
Green, John P. Wetherill. Ridgway d& Clearfield.—Presi- 
dent, J. N. Du Barry; directors, John P. Green, G. B. 
Roberts, N. P. Shortridge, Edmund Smith, Henry D. Welsh, 
J. Price Wetherill. Susquehanna & Clearfield.—President, 
J. N. Du Barry; directors, John P. Green, Wistar Morris, 
G. B. Roberts, N. P. Shortridge, Henry D. Welsh, J. Price 
Wetherill. 


Philadelphia & Baltimore Central.—At the annual meet- 
ing in Philadelp ia, Jan. 11, the following officers were 
chosen: Isaac Hinckley, President; Robert Craven, Secre- 
tary and Treasurer; directors, David Woelpper, Samuel 
R. Dickey, M. B. Hickman, Edmund Smith, N. Parker 
Shortsidge; State Director, R. R. Crothers, M. D. 


Philadelphia & Reading.—At the annual meeting in Phil- 
adelphia, Jan. 11, the Gowen ticket was elected without oppo- 
sition. as follows : President, Frankli: B. Gowen: managers, 
I. V. Williamson, John Wanamaker, A. J. Antelo, Peter C. 
Hollis, Mark W. Watson, David Hostetter : Treasurer, Wil- 
liam W. Harkness; Secretary, William R. Taylor. The 
ticket received 224,297 votes, out of a total of 695,368 
shares. No votes were cast against 1t. 


Philadelphia & Reading Leased Lines.—At the annual 
meetings in he, Jan. 11, officers were chosen as be 
low: Allentown.—President, James F. Smith; Secretary, 
Howard Hancock: Treasurer, John Welch; directors, Frank- 
lin B. Gowen, I. V. Williamson, P. C. Hollis, C. A. Nicolls, 
W. W. Harkness. Chester d& Delaware River.—President,G. 
A. Nicolls; Secretary, Howard Hancock; Treasurer, John 
Welch; directors, F. B. Gowen, John Wanamaker, P. C. 
Hollis, W. W. Harkness. Francis I. Gowen and William 
Ward. Danville & Shamokin.—President, G. A. Nicolls; 
Secretary, Howard Hancock; Treasurer, John Welch; direc- 
tors, F. B. Gowen, I. V. Williamson, John Wanamaker, P. 
C. Hollis, W. W. Harkness, Francis I. Gowen. Kast Maha- 
noy.—President, G. A. Nicolls; Secretary, Howard Han- 
cock; Treasurer, John Welch; directors, F. B. Gowen, I. V. 
Williamson, John Wanamaker, C. P. Hollis, Francis I. 
Gowen; W. W. Harkness. East Pennsylvania.—President, 
J. F. Smith; Secretary, Howard Hancock: Treasurer, John 
Welch; directors, F. B. Gowen, John Wanamaker, I. 
Williamson, Thomas Hart, Jr., Beauveau Borie, G. A. 
Nicolls, P. C. Hollis, George D. Stitzel. Mine Hill & 
Schuylkill Haven.—President, William Biddle; managers, 
Frederick Fraley, Samuel M. Bines, John W. Biddle, Benja- 
min H. Shoemaker, William Hacker, Alfred Jones, Josiah 
Jones, John M. George, James G. McCollin, Barclay R. 

eds. Northeast Pennsylvania,—President, Joshua Comly ; 
directors, John Jordan, Jr., William C. Ludwig, Edward C 
Knight, Alfred Hunt, James A. Stevenson, Richard J. Dob- 
bins, Charles A. Sparks, Franklin A. Comly, Thomas P. 
Stotesbury, G. J. Mitchell, Isaac Warner, Jr., I. Newton 
Evans. North Pennsylvania.—President, Franklin A. Comly; 
directors, John Jordan, Jr.. Wm. C. Ludwig, Edward C. 
Knight, Alfred Hunt, Ario Pardee, James H. Stevenson, 
Richard J. Dobbins, Charles A. Sparks, Edwin H. Fitler, 
Thomas P. Stotesbury, Thomas Cochran, Thomas McKean. 
veading & Columbia.—President, G. A. Nicolls ; Secre- 
tary; Howard Hancock ; Treasurer, John Welch ; directors, 
F, B. Gowen, W. Williamecon, P. C. Hollis, W. W. Harkness, 
Francis I. Gowen, John Wanamaker, J. N. Hutchinson, 
Thomas Baumgardner, William L. Small, Paris Haldeman, 
B. F. Hiestand, Adam R. Royer. Shamokin, Sunbury & 
Lewiston .—President, 8. P, Wolverton ; Secretary, Howard 





Hancock ; Treasurer, John Welch: directors, A. H. Dill, 
John C. Smith, Levi Cooke, H. E. Davis, Henry Clement, 
John Haas, L. H. Kase. 


Philadelphia, Wilmington & Baltimore.—At the annual 
meeting in Wilmington, Del., Jan. 11, the following directors 
were chosen : Isaac Hinckley, 8S. M. Felton, Jacob Tome, 
Charles Warner, William Sellers, Christian Febiger, George 
B. Roberts, Frank Thomson, John P. Green, J. N. DuBarry, 
Edmund Smith, Wistar Morris, Benjamin F. Newcomber, 
Hon. Edward Lloyd, Skipwith Wilmer. The board re-elected 
the old officers. 


Pittsburgh & Lake Erie.—At the annual meeting in Pitts- 
burgh, Jan. 11, the following officers were elected : Presi- 
dent, John Newell ; directors, Cornelius Vanderbilt, William 
K. Vanderbilt, David Hostetter, James T. Bennett, M. W 
Watson, James M. Bailey, Herbert Dupuy, A. E. W. Painter, 
James M. Schoonmaker, Henry Hill, J. H. Devereux, D. Leet 
Wilson. 

Pittsburgh & Western.—At the annua] meeting in Pitts- 
burgh, Jan. 11, the following officers were chosen : Presi- 
dent, James Callery, Pittsburgh ; Directors, Solon Hum- 
phreys, Robert Garrett. James Callery, Thomas M. King, 
John W. Chalfant, M. K. Morehead, H. W. Oliver, Jr., N. 
8S. Hill, John T. Terry, A. M. Marshall, William Semple, 
John K. Cowan, Samuel Spencer. 


St. Louis, Vandalia d& Terre Haute.—At the annual 
meeting in Greenville, [ll., Jan. 12, the following directors 
were chosen; R. L. Dulany, A. G. Henry, J. N. McCullough, 
W. R. McKeen, Thomas D. Messler, J. 8S. Peers, Charles H. 
Seybt, E. O. Stanard, Wm. Thaw. The board elected 
Thomas D. Messler President; Williamson Plant, Secretary: 
John E, Davidson, Treasurer. 


Shade Gap.—At the annual meeting in Philadelphia, Jan. 
11, the following were chosen: President, Edward R. Wood; 
directors, Ario Pardee, Geo. B. Markle, Wm. A. Ingham, 
+. Theo. Roberts, Charles Hacker, Edward Roberts, Jr. 


Sheffield & Birmingham,.—At the annual meeting at Shef- 
field, Ala., Dec. 23, the following directors were elected : 
Napoleon Hill, Memphis, Tenn. ; Col. E. W. Cole, Nashville, 
Tenn.; C. S. Brice, Gen. Samuel Thomas, Samuel Shethar, 
H. L. Terrell, A. O. Beebe, R. G. Hervey, A. B. Stone, New 
York. The directors subsequently met and elected officers 
as follows: A. B. Stone, President; R. G. Hervey, General 
Manager: Samuel Thomas, Treasurer; A. O. Beebe, Secre- 
tary; P. Campbell, Assistant Secretary. 


Toledo & Ohio Central.—Mr. J. M. Ferris is appointed 
General Manager of this road, vice J. E. Martin, resigned. 
Mr. Ferris was formerly on the New York, Pennsylvania & 
Ohio road. 


United States Rolling Stock Co.—The Treasurer's office is 
now removed to the company’s works at Hegewisch, II1., 
where all communications to the Treasurer, Mr. C. Benn, 
should be addressed hereafter. 


Wabash, St. Louis & Pacific.—Mr. W. R. Alberger is ap- 
pointed District Freight and Passenger Agent of this road 
for that portion of the state of California, south of Mojave, 
with headquarters at Los Angeles. 


Western Society of Engineers.—The officers chosen for 
the ensuing year are: President, Benezette Williams; First 
Vice-President, Octave Chanute; Second Vice-President, 
Samuel McElroy; Secretary, L. P. Morehouse; Treasurer, 
Charles Fitzsimons; Librarian, G. A. M. Liljencrantz; Trus- 
tees, W. Sooy Smith, R. J. McClure and A. W. Wright. 








PERSONAL. 


—Mr. J. E. Martin has resigned his position as General 
Manager of the Toledo & Ohio Central road. 


—Mr. Morris G. Smith, Superintendent of Telegraph and 
Chief Train Dispatcher of the Cleveland, Lorain & Wheeling 
road, died in Cleveland, O., Dec. 30 last. 





—Mr. George R. Kaercher has resigned his position as 
General Solicitor of the Philadelphia & Reading Railroad 
Co., in consequence, it is said, of differences with Mr. Frank- 
lin B. Gowen. 


—Mr. A. L. Dunbar has resigned his position as Superin- 
tendent of the Eastern Division of the New York, Pennsyl- 
vania & Ohio road, after 17 years’ service. He will remain 
in Meadville, Pa., for the present. 


—Major W. W. Vass on Jan. 1 celebrated the 40th anni- 
versary of his election to the office of Treasurer of the 
Raleigh & Gaston Railroad Co. Major Vass is still an active 
and vigorous officer, and promises to hold his position for 
many years to come. 


—We copied last week from an exchange a statement that 
Mr. H. D. Bienden had resigned his position as Chief Engi- 
neer of the New York, Lake Erie & Western road. This 
statement appears to have been made without authority 
from the parties most interested. 


—Mr. J. W. Carey has resigned his position as General 
Ticket Agent of the Lake Shore & Michigan Southern road, 
on account of continued ill health. He has held the position 
ever since the present company was formed, and was pre- 
viously General Passenger Agent of the Cleveland, Painesville 
& Ashtabula, which became part of the Lake Shore, by con- 
solidation. 


—Mr. J. W. Frey has resigned his position as Superintend- 
ent of the Georgia Division of the East Tennessee, Virginia & 
Georgia road to accept an important position on the Mobile & 
Ohio. _It is said that Mr. Frey will have charge of the St. 
Louis Division of the Mobile & Ohio, now the St. Louis & 
Cairo road, and will have charge of the improvements of that 
road and of its change to standard gauge. 


—Mr. George E. Pomeroy, one of the founders of the ex- 
press business in the United States, died in Toledo, O., Jan. 
13, at an advanced age. He started a small express line in 
Albany, N. Y., in 1841, and this line subsequently became 
the Wells Express, which was afterwards reorganized as the 
American Express Co. Mr. Pomeroy settled in Toledo 20 
years ago, an? was engaged in the real estate business there 


—Mr. William H. Andrews, Auditor and Assistant Treas- 
urer of the Toledo & Ohio Central Co., died in Fremont, O.. 
Jan. 2. Mr. Andrews was born in Ohio, and for a time was 
teacher in the public schools at Fremont. Subsequently he 
accepted a position on the old, Lake Erie & Louisville 
road and finally became Secretary and Treasurer of the com- 
pany. When that road was merged in the Lake Erie & West- 
ern he became Auditor of the Ohio Central and when the 
company was reorganized under its present name he retained 
his position. 

—Mr. Wm. Beard died at his residence in Brooklyn, N. Y.. 
Jan. 9, aged 85 years. He was born in Ireland, and came to 
this country when a young man. He soon becamea con- 
tractor and built portions of the Harlem and the Long Island 
roads, the old New Jersey Railroad, from Rahway to New 
Brunswick, and other lines. He also had a number of street 

outracts in New York and Brooklyn, Some 50 years aga 
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he bought a large tract of land in South Brooklyn, and the 
improvement of this property, to which he devoted the later 
years of his life, had e him a very wealthy man.} 

—It will be remembered that at the time of Mr. Henry 
Villard’s failure he conveyed to trustees the immense house 
which he was then building on Madison avenue in New York 
to secure his indebtedness to the Oregon Railway & Navi- 
gation Co. The house was completed as a block of —— 
instead of a single mansion, and the trustees have recently 
reconveyed the property to Mrs. Villard, who has sold it to 
other parties. It is understood that the securities, which 
were at the same time conveyed to the trustees, have in- 
creased sufficiently in value to pay off his indebtedness to the 
company and most of the real estate has now been released. 


—We regret to learn that Mr. F. W. Webb, Chief Mechan- 
ical Engineer of the London & Northwestern Railway, well 
known for his inventions in connection with compound loco- 
motives, signals, brakes, steel ties, etc., is seriously ill from 
the effects of over-work. The charge of the enormous Crewe 
Works, manufacturing all the locomotives, signals, rails, etc., 
required for the road and most of the roofs and bridges, are 
a heavy tax on the administrative capacity of any man, but 
as Mr. Webb had, in addition to control, the running and 
outdoor management of some 2,400 locomotives, and found 
time to patent and perfect numerous inventions, his task was 
peculiarly onerous. His many friends and admirers will 
wish him a safe and speedy recovery. 

—Mr. E. O. Hill has issued the following farewell address 
to the employés lately under his charge; it is dated at bis 
residence in Matamoras, Pa., Jan. 5: ‘‘On the first of the 
present month I tendered my resignation as Superintendent 
of the Eastern Division of the New York, Lake Erie & 
Western Railroad, which has duly been accepted. In thus 
leaving behind me many old and tried employés, it is but 
just that I should endeavor in some manner to express..my 
gratitude to those who have been ever willing to aid mein the 
multifarious duties deposed on me. I cannot allow the op- 
portunity to pass without extending to one and all my grateful 
thanks for the hearty support and confidence I ve ever 
been the recipient of at your hands in the various positions 
of trust and responsibility which I have been called upon to 
assume, covering a period of 17 yéars. It is my sincere wish 
that all of my old employés now in the service of the com- 
pany may extend to my successor that generous support so 
freely extended to me, and which has, in a large measure, 
been the means of making my stay among them harmonious 
and conducive to the best interests of those we represented. 
To my fellow officers and superior officials I extend thanks 
for many favors shown me in my long and varied experience 
with them.” 


—At the last meeting of the Southern Time Convention the 
members resolved to present a testimonial to Mr. W. F. Allen, 
Manager of the National Railway Publication Co., as some 
slight reward for his services in securing the adoption of the 
standard time system by the railroads of the country. The 
committee consisted of Messrs. C. E. Pugh, H. Walters, H. 
S. Haines and R. M. Sully. 
some silver table set, and the presentation was recently made 
to Mr. Allen at his office at No. 46 Bond street, New York, 
where a number of his friends were present. Mr. Sully 
made the speech of presentation and Mr. Allen responded 
briefly but happily. Letters of regret were read from a num- 
ber of railroad men, whose pressing duties prevented their 
presence, and the ceremony of presentation was concluded by 
a collation. Accompanying the testimonial was a letter pre- 
— by the committee, from which the following is an ex- 

ract: 

‘*The Southern Time Convention has assigned tous the 
leasant duty of presenting you with this testimonial of their 
igh appreciation of your services in securing the adoption of 

the existing system of Standard Time. The railroad inter- 
ests of the country, realizing the advantages to be gained by 
a change from the old system to one that would practi- 
cally uniform in its operation, entrusted you with its execu- 
tion. To obtain the co-operation of all the interests involved 
in a country like this, in effecting such a change, was of it- 
self an undertaking of no small magnitude, but to substitute 
the new system for the old on a given day and at a given jn- 
stant over a territory extending in one direction from near 
the Arctic circle to the tropics and in the other from the At- 
lantic to the Pacific, without confusion, accident or jar, was 
a task involving such labor in the arrangement of details as 
to render its successful performance impossible except by the 
best efforts of a man who not only thoroughly understood his 
subject, but one endowed with that spirit of perseverance and 
es of purpose which is said to accomplish all 
things.” 








TRAFFIC AND EARNINGS. 


Cotton, 


Cotton movement for the week ending Jan. 8 was as. follows, 
in bales : 





Interior markets : 1885. 1884. Inc.orDec. P.c. 
Receipts.... ......... 67,670 53.009 I. 14,661 27.7 
Shipments.... .... --. _ 84,666 81,712 I. 2.954 3.6 
Stock, Jan. 8... .... 526,561 320,785 I. 205,776 64.1 

Seaports : 

MINIS. ss thea ne mais 165,006 133,994 I. 31,012 23.1 
OS eae 166,208 139,130 I. 27078 195 
Stock, Jan. 8 ....... 1,104,466 979,537 I. 124,92 12.7 


The total shipments from plantations for the crop yea 
(from Sept. 1 to Jan. 8) are estimated at 4,926,447 bales, 
against 4,602,128 last year, 4,493,364 in 1883-4, and 4,768,- 
686 in 1882-3. 

Lake Superior Iron Ore. 


The Marquette Mining Journal gives the following state- 
ment of ore shipments over the fennisieule Division of the 
Chicago & Northwestern for the season lately closed : 








1885, 1884. Inc.or Dec. P.c. 

Iron ore for shipment 
i. er 1,210,674 1,351,139 D. 140,465 10.4 
Tron ore by rail....... 49,408 44,628 I. 4,780 10.7 

Quartz for shipment 
GONE bende soaks 9,104 5,449 I, 3,655 67.9 

Pig iron for shipment 
RE MB ek dndixess 2,325 4,100 D 1775 43.3 
Total tonnage...... 1,271,511 1,405,316 D. 133,805 9.5 
Of the iron ore shipped last year 701,369 tons were from 


the Menominee Range and 558,713 tons from the Marquette 
a against 897,397 and 498,370 tons respectively in 


Trunk Line Passes. 
At a meeting of the Truuk Line Passenger Committee, held 
in New York, Dec. 30, the following agreement regarding 
the issue of passes or transportation at reduced rates of fare 
was adopted : 

‘* Whereas, It is desirable to discontinuethe issue of free or 
reduced transportation of passes for persons on account of 
business of all kinds, including return passes or tickets for 
stock-drovers, it is hereby 

“* Resolved, That on and after Jan. 1, 1886, the trunk lines 
will not issue annual, quarterly, monthly, or trip passes or 
tickets at any reduction from actual passenger rates on 
thousand-mile tickets at less than 2 cents a mile to any ship- 
per or consignee, or their agents, or to any party on account 


This committee secured a hand- |: 


of freight or passenger business, and that the trunk lines re- 
quest their connecting and affiliated roads to take the same 
action.” 


Railroad Earnings. 
Earnings of railroad lines for various periods are reported as 
follows: 
Year to Dec. 31: 


1885. 1884. 





Inc. or Dec. Pc. 

Boston, Hoosac 
zm. 2... $481 985 $452,174 I. 29,811 6.6 

Bur.,C. R. & No. 3,093,514 2,796,460 I. 297,054 10.6 

Canadian Pac.... 8,351,558 5.750.522 I. 2,601,036 45.2 

Central Iowa... .. 305,265 1,448,°58 D. 142,993 9.9 

Chi. & W. Mich.. 1,292,405 1,469,667 BD. 177,262 12.1 

Den. & R. G... .. 6,113,36L 5,552,104 I. 659,257 10.1 

Flint & Pere M.. 1,936,868 2,252,987 D. 316,129 14.0 

Ft. Worth & D.. 464,173 463 568 I. 605 0.1 

Grand Trunk .. 15.432,707 17,281,724 D. 1,849,017 10.7 

Ind., Bloom.& W. 2,412,678 2,302.023 I. 110,655 4.8 

Mexican Cent.... 3,554,841 3,016,070 I. 538,771 17.9 
Net earnings... 1,530,618 596,613 I. 934.005 1565 

Ma’q., H.& O. 827,852 820.5 I 7.498 0.9 

Mil., L. S.& W.. 1,333,392 1,114,316 I. 219,076 19.6 

Mobile & Ohio... 2,047.3€7 2.160.412 D. 113,044 5.2 

Norfolk & West.. 2,750.682 2,°97,071 I. 53,611 1.9 

Ohio Southern... 479.033 473,002 I. 6.031 1.3 

Peoria, Dec. & E. 733,412 759,767 D. 26,355 3.5 

Pitts. & Lake E.. 1,201,312 1,193,521 T 7.791 0.7 
Net earnings. . 394,407 384,294 I. 10,113 2.6 

Pitts, McK. 

(Se 587,723 591,501 D. 3.778 0.6 
Net earnings... 320,270 267,095 I. 23,175 7.8 

St. Jo. & Grand 
RE, , RR Pa 

St. L., Ft. S. & W. 647,331 503,040 I. 134,291 928.7 

St. P.,.M.& Man. 7,490,320 8,314,197 DD. ¥#23,.+77 99 

Wisconsin Cent.. 1,427,495 1,395,258 I. 32,237 2.3 
Eleven months to Nov. 30 : 

Bur... C. R. & No. $2,826,605 $2,508,009 I. $118,596 47 
Net earnings... 855,625 774.554 1 81,071 104 

C.,1..5t. Lb. & C. 2,167,761 2,231,686 D. 63,925 28 
Net earnings... 792,738 832,722 D. 39,984 4.9 

Denver&R.G.... 5,614,875 5,130,745 I. 484,130 9.2 
Net earnings... 1,986,632 1,685,379 I. 303.252 18.1 

Mem. & Charles, 1,180,915 1,254.049 D. 73,134 5.8 
Net earnings... 241,668 331,272 VD. 89,604 27.0 
. ¥., Sus. & W 1,005,949 946,524 I. £9.425 6.3 
Net earnings... 468,803 392,501 I. 76,302 19.4 

Ohio & Miss . ... 3,366,709 3,419,883 D. 53.17: 1.5 
Net earnings... 939,852 733,220 I. 206.632 282 

Phila. & Reading. 20,638,014 28.656.597 D. 2,018,583 7.0 
Net earnings... 11,832,566 12,291.72) D. 459,155 3.7 

Texas Central.... 238.7.9 <a” | eae es 
Net earnings... | ees ae eee - 

Union Pacific.... 23,576,685 23,337,704 I. 238,981 1.0 
Net earnings... 5,837,328 9,697,988 D. 860,610 8&8 
Ten months to Oct. 31: 

Hous. & Tex. C.. $2,000,232 $2,060.575 D. $60,343 2.9 
Net earnings... 372,077 200,883 I. 171,094 85.4 
Month of October : 

Hous. & Tex. C.. $461,538 $548,497 IL. $113,041 32.4 
Net earnings. .. 261,419 157,531 I. 103,888 60.0 

L.. N.O. & Tex.. oe =«i(“‘éshwSS SC pe ae oaks 
Net earnings .. eee CS hiwebss Mi 
Month of November : 

Bur., C. R. & No. $313,006 274,132 TF. $38,874 16.2 
Net earnings... 89,862 166.362 D. 16,500 15.6 

I.st. L&C. 194.678 j D. 1,634 0.8 
Net earnings... 72,388 L 520 0.7 

Denver & R. G... 572,983 I. 110,525 24.0 
Net earnings... %14 971 a 045 41.5 

G. B., W. & St. P. 3 +.422 1. 2,839 8.8 
Net earnings.. 11,714 a 4,195 559 

L., N. O. & Tex.. DE =) ceiaeemadsced J deenauie am 
Net earnings... lala ee aI wa 

Mem. & Charles. 150,961 I 8,77 6.2 
Net earnings... 66.390 I 46,018 227.7 

N. Y., Sus. & W.. 97,344 I 69 0.1 
Net earnings... 9,690 D 906 1.9 

Ohio & Miss...... 30L.96L I 25,928 9.4 
Net earnings... 85.524 I 624 31.6 

Phila. & Reading. 2,666,450 . I 112,317 4.4 
Net earnings... 1,837,374 I 592,385 47.6 

Rome, W. & Og.. 167.835 156,465 I 11,370 73 
Net earnings.. 657 61,188 I 5,519 90 

Texas Central.... ae © Seleccte™” — nkse eos é 
Net earnings... Sa 6 

Union Pacific.... 2,429,279 2,414,237 I. 15,042 0. 
Net earnings... 1,018,703 1,200,643 D. 181,940 15.2 
Month of December; 

Boston, Hoosac 
Tun &W...... $46 952 $35,032 I. $11,920 34.0 

Buff, N Y.& P.. 295,000 180,000 I. 25,000 13.9 

Bur., C. R. & No. 266,909 288,451 D. 21,542 7.5 

Canadian Pacific. 713,000 326802 I. 386,1€8 118.2 

Central Iowa..... 1¥6,871 116,249 I. 10,622 9.1 

Chi. & W. Mich.. 104,649 639 IL 12,010 12.9 

Denver & R. G... 496,487 421,359 L. 75128 17.9 

Flint & Pere M.. 177,042 171,703 I. 5,339 3.1 

Ft. Worth & D.. 33,078 25,684 I. 7,394 28.4 

Grand Trunk.... 1,554,099 1,605,349 D. 51, °50 3.2 

Ind., Bloom. & W. 234,258 67,942 I. 66,316 39.5 

L., N. O. & Tex.. See?" bcceewe Ge  vdemanee ie 

Marg.. H. & Ont. 28 659 21,425 I. 7,2 33.8 

Mexican Central.. 336,700 325,686 I. 11,014 34 

Mil... L. 8.& W. 7,490 87,588 L 902 227 

Mobile & Ohio... 272,468 284.637 D. 12.074 4.2 

Norfolk & West.. 228.993 233,022 D. 4,029 2.7 

Ohio Southern. .. 53.034 47,110 I. 5,974 12.7 

Peoria, Dec. 61,293 96,601 I. 4,692 8.3 

St. Jo. & Giand 
ae 104.347 90,105 I. 14.242 158 

St. L., Ft.8.& W 56,409 40,328 T. 16081 399 

St. P.. M. & Man 685,744 819,489 D. 133,695 16.3 

Wisconsiu Cent.. 121,504 127,991 D. 6,487 5.1 
First week in January : 

886. 885. 

Buff., R. & Pitts. $22,520 $1: ,980 I. $2,540 12.7 

Canadian Pac. .. 118,000 91.000 I. 27. 29.8 

Chi. & Alton..... 124.443 162,873 D. 28,430 18.6 

Chi. & East. Ill.. 30,435 32, D. 1,61L 5.0 

Chi., Mil. & St. P. 326.000 306,138 I. 19,862 6.5 

Chi. & Nor’west. 294,600 302.300 D. 7,700 2.5 

c., St. P.,M.&0O. 65,700 68,200 D. 2.500 3.7 

C.,1,8t.L &C. 37.402 43.089 D. 5,687 132 

Deuver & R.G... Zi, 91,572 D. 13,612 14.6 

lilinois Central .. 172.100 195,170 D. 23.07 11.8 
Iowa lines. ... 13,200 23,043 1D. 10.443 44.2 

Ind..Bloom, & W. 42.090 39,528 I. 2,562 6.4 

Long Island...... 44 090 46.412 I. 3.678 9.1 

Louisv. & Nashv. 228,305 246.135 D. 17.830 7.3 

Oreg. R. & N. Co. 51,529 13,930 I. 37,399 267.2 

St. L. & San F. . 55,500 3,100 D. 7,600 12.1 

St. P. & Duluth. 17 208 15,832 I, 1,376 8.7 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. Thesame remark 
applies to early statements of monthly earnings. 


Grain Elevators on Railroads to Minneapolis. 
The St. Paul Pioneer Press has collected statistics of grain 
elevators, showing an aggregate capacity of 33,594,400 
bushels on lines which carry to Minneapolis, besides 9,834,- 
000 at Minneapolis itself, 1,500,000 at St. Paul, and 9,460,- 
000 at Duluth, or 54,388,400 bushels in all. The number of 
elevators is 1,573. The capacity of elevators on different 
roads is given as follows : 

St. Paul, Minneavolis & Manitoba......... 


rode .11,481,000 
Chicago, Milwaukee & St. Paul.... ...........: ... ... 8.322.500 


Coirenmo © Tet wOmOtO avin nse neon cee cccccvsedeces cs 5,581,000 
TS SRS SRE een 4,859,200 
PI Ge ils Bai vccncdns oss. cncddcce.p ecnnre 2,206,200 





The average cost of the elevators is said to have been about 
20 cents per bushel of capacity. 





¢oal. 
For the year ending Dec. #? the anthracite coal tonnage, as 
given by the weekly reports, has been as follows, for eight 
years past : 


Tons. | Tons. 
Bis ci 2 1a ksa wy epee 32,703,897 | 1881................. 27,991,164 
re $1,481,783 | 1880......... 22.000. 23,096,131 
BESS Dhsnc ine tuaae ns 31,237,154 | 1879..... ........... 25,769,385 
DP bvkkesishs cadens 20,316,387 | 1878.... .... 00.000. 17,127,681 


As compared with 1884, the increase was 1,222,114 tons, 
or 3.9 per cent. ; with 1883, it was 1,466,743 tons, or 4.7 per 
cent, These tonnages ere subject to revision by the official 
statement, which is not yet ready for publication. 

Bituminous coal] tonnages for the year ending Dec. 31 are 
reported us follows : 





1885. 1884. Inc. or Dec. P. c. 
Cumberland, all lines.... 2,795,404 2,848,892 D. 53,488 1.8 
Huntingdon & Broad Top 176,075 192.706 D. 1,631 86 
Barclay K. R.&Coal Co. 228,571 285,781 D. 57,210 20.0 
Pennsy!vania R. R : 
Clearfield... ......... 2.912.476 3,152,522 D.240046 7.7 
Mountain District.... 555.203 409,643 1. 145,560 35.6 
Penn end Wesimorel’d 1,302,835 1,820,186 D. 17,3851 1.3 
Other districts... .... 1,104,448 1,077,874 1. 26,564 2.5 
CN ieee 9,075,002 9,287,604 D.21°,602 2.8 


All the leading districts show decreases for the year, but 
most of them are small. 

Coke tonnages for the year ending Dec. 31 are reported as 
follows : 


1885. 1884 Inc. or Dec. P.c. 

Southwest Penna. R. R...2,030.861 2,064,642 D, 33,781 1.6 
Other districts. Pa R.R. 651,117 473740 IL. 177,377 37.4 
Connellsville, via Pa RR, 60,544 307,744 D. 247,200 8.0 
a eee: 2,742,422 2.846.126 D. 163,604 3.6 


All these tonnages are over the Pennsylvania Railroad. 
The Baltimore & Ohio and the Pittsburgh & Lake Erie, the 
other carriers from the coke region of Western Pennsylvania, 
do not report tonnages. Coke shipments fell off heavily in 
the earlier part of the year, but recovered largely toward 
its close. 

Actual tonnage passing over the Pennsylvania & New York 
road in December, the first month of its fiscal year, was : 


1885. 1834. Inc. or Dec. P.c° 

Anthracite. . 149,025 111.456 1 37,569 33.8 
Bituminous..... .. 15,858 19,367 D. 3,509 18.4 
Total.....,....... 104,863 130 823 I 34,060 260 


The larger part of the anthracite is received from the Le- 
high Valley road, of which this line is an extension. 

The coal tonnage of the Pennsylvania Railroad Division of 
the Pennsylvania Railroad for the year just closed was : 





1885. 1884. Inc or Dec. P.c, 

| AV Aen, A 11,603.103 10.454.215 . 1,148.888 11.0 
eee ' "2'715.165 2,846,126 =D. 130,961 4.8 
Total............ 14,318,268 13,300,341 1.1017,927 7.7 


This includes all tonnage passing over the road, whether 
originating on the line or received from other roads. 
Chicago coal receipts for the year ending Dec. 31 were : 


1885. 1884. Inc. or Dec. P.c. 

Anthracite ..... .. windieieiniin 1,354,920 1.447.808 D. 92.888 6.4 
Eastern bituminous...... 996,986 855,650 141,336 16.5 
I: diana pperrt ea, 805.296 672.635 IL. 132,661 19.7 
Illinois a . 1.142.333 1,264,433 1. 122.100 97 
AG oe chs Ga bees ... 558,96 553 860 I 5.103 0.9 
inner nace, ci baenedl 4,858,498 4.794,386 I. 64,112 1.3 


San Francisco coal receipts last. year 1,023,339 tons, 
against 1,035,076 in 1884, a decrease of 11,737 tons, or 1.1 
per cent. The receipts last year included 595,870 tons Pacific 
Coast coals, 29,834 tons Eastern, 206,751 tons Australian 
and 190,884 tons English coal. 


Traveling Freight Agents’ Association. 


A meeting of the Association of Traveling & Contracting 
Freight Agents was held at the Stafford House, in Buffalo, 
N. Y., Jan. 4. A constitution and by-laws were adopted 
and the following officers elected: President, Wm. M. Burgard, 
Chicago & Northwestern; Vice-President, Charles G. Lovell, 
Chicago, Milwaukee & St. Paul; Secretary, E. W. McCrea, 
Traders’ Dispatch; Executive Committee, H. C. Underhill, 
Globe Line: J. J. Mossman, Grand Trunk; Seth D. Caldwell, 
Union Pacific; Louis G. Northrup, Chicago & Northwestern; 
C. C. Sears, Chicago, Rock Island & Pacific. Good en- 
couragement has already been received by the promoters of 
the association, which promises to be one of the largest or- 
ganizations of railroad men in the — _ The time and 
place of the annual convention is to be decided upon ata 
meeting to be held in the spring. 


Refrigerator Car Charges. 


Commissioner George L. Carman, in behalf of the lines in- 
terested in Iowa, Minnesota and Dakota traffic, has issued 
the following notice: ‘‘In consideration of the fact that 
superior facilities are provided by the railroads interested in 
the above traffic, by furnishing shippers of perishable freight 
with improved refrigerator cars, it has been agreed that, 
taking effect Jan. 1, 1886, a minimum charge of $4 per ton 
will be made for all ice furmshed for the above railroad com- 
ies on shipments of butter, Cees, or other perishable 
Frei ht in refrigerator cars, when such shipments are entitled 
to the car-load rate from point of shipment to destination : 
it being understood that the shipper of perishable freight 
shall have the option of supplying his own ice, if he may 
elect so to do.” 
Chicago-Ohio River Pool. 

A meeting of the Executive Committee was held in “ny 
Jan. 8. After much discussion a new set of divisions for th 
five ls reported by a sub-committee was set aside, and it 
was decided to readopt last year’s percentages, adopted on 
Feb. 4, 1884, and continue the association for one year from 
Jan. 1, 1886, with 30 days’ notice of withdrawal thereafter. 

No agreement for division of business in new or sixth pool 
was reached, and the lines in that l were asked to furnish 
some additional statistics. The Committee adjourned until 
Jan. 20. 

Western Weighing Association. 


In December this Association reports 54,907 cars weighed, 
against, 45,053 in December, 1 For the zee ending 
Dec. 31 there were 678,479 loaded cars weighed, against 
627,922 in 1884, an increase of 50,557 cars, or 8 per cent. 


The Chicago East-Bound Pool. 


The Chicago committee having charge of east-bound freight 
matter met in Chicago, Jan. 8. 1t is stated that the contract 
for the formation of a new east-bound pool, in accordance 
with the trunk line agreement, was completed, the division 
of traffic to take effect from Jan. 1. he committee also 
agreed on the appointmeny of Mr. George R. Blanchard, for- 
merly Vice-President of the Erie, as Commissioner of the 
pool. The Chicago & Atlantic road was not represented at 
the meeting. 
Passenger Rates. 

The Pennsylvania Railroad on Jan. 8 put into effect a new 
schedule of passenger rates from Baltimore and Washin; 

to all points west, —— on the basis of $13 fare from 
Baltimore to Chicago. This was done to meet the rates made 
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by the Baltimore & Ohio. On Jan. 11 the Baltimore & Ohio 
geve notice that it would reduce rates from New York to all 
western points to a basis of $15 from New York to Chicago, 
a cut of $5 from the authorized rate. This is intended to meet 
the Pennsylvania reduction from Baltimore 

The Pennsylvania Railroad Co. had already met the Balti- 
more & Ohio’s reduction of rates from Washington and Balti- 
more. At present the Baltimore & Ohio is obliged to send its 
passengers from New York to Baltimore over the Pennsylvania 
road, and is, of course, obliged to purchase local] tickets over 
that road. It is possible that the Baltimore & Ohio agents 
may have some difficulty in securing these tickets, although 
pon 9 enon of course, many plans which may bs adopted to 
ge em. 


St. Louis Live Stock Shipments. 


Shipments of live stock from the St. Louis and. 
Louis yards in November were: 


East St. 





Cars. Head. Per ct. 

CO: DE RS. 5 5 ccdenicnskeeinass cane 288 14,520 29.4 
Dttescsath cxmecesous ( snanieail 139 5,076 14.4 
Le Ye er re 130 ,534 14.2 
WIN cd ncnrescacabens Bias, otadeiek 333 48,400 39.4 
Ee Re tied ach aden sundiaethbssaostaens 24 1,068 2.6 
oR er te et LOA REC 914 80,598 100.0 


The increase over November, 1884, was 133 cars and 
32,464 head. The total weight of the shipments last Novem- 
ber was 9,763 tons. 


Boston Traffic Notes. : 
In December last 7,093 loaded and 272 empty cars passed 
eastward through the Hoosac Tunnef; an increase of 504 
loaded and 107 empty cars over December, 1884. 


Boston Passenger Pool. 
Ata conference held in Boston, Jan. 18, it was resolved to 
recommend to the general managers of the Boston roads the 
establishment of a Boston pool on all competitive Western 
passenger business. It was also voted to abolish all connec- 
tion with the outside agencies, and to select an agent to divide 
up the immigrant business, 








RAILROAD LAW. 


Compelling a Company to Build a Station. 


In the case of the State ex rel. Mattoon against the Repub- 
lican Valley Co., an ee for a writ of mandamus to 
compel the company to build a station, the Nebraska Supreme 
Court allows the writ, holding as follows : 

Under the provisions of the constitution and statutes re- 
lating to railroads, where a railroad is built through a town 
of 1,500 or more inhabitants, and it is necessary to have a 
station at that place, the corporation may be compelled to 
erect the same with the necessary side tracks, notwithstand- 
ing it has a station at the junction of that and another line 
115 miles distant. 


Condemning Land for Lat 
sylvania. 


In the case of the Pittsburgh Bank of Commerce against 
Shoenberger and others, the Pennsylvania Supreme Court 
has decided that in proceedings to condemn land for lateral 
or branch railroads to coal mines and manufacturing estab- 
lishments, the width of road bed to be taken cannot be greater 
than 20 ft. Ifa greater width is necessary atany point for 
the construction of siding, chutes for unloading, or similar 
works, such additional land may be condemned, but in the 
petition the structures and the amount of land required for 
them must be carefully described, so that they may appear 
on the record. The suit was originally brought by Shoen- 
berger and others to condemn land for a lateral branch from 
the Pennsylvania Railroad to the Hampton mines, and the 
Bank, which owned some of the land, took an appeal from 
the decision of the lower courts on the und thata greater 
amount of land had been condemned than was allowed b 
law. The Supreme Court now decides in favor of the Ban 
and sets aside all the proceedings. 


eral Branches in Penn- 








OLD AND NEW ROADS. 


Atchinson, Topeka & Santa Fe.—A suit has been 
begun in the Superior Court at Topeka, Kan., by a stock- 
holder of this company, asking for an injunction to restrain 
the company from further prosecution of extension and from 
negotiating any railroad schemes in New Mexico, Arizona, 
California or Mexico. The bill alleges that a large amount 
of stock has been issued illegally, and asks that this stock be 
cancelled and that a receiver be appointed for the company. 
_ In relation to the suit and in regard to the alleged illegal 
issue of stock, the Fivance Committee of the board has issued 
a circular, making the following statement : 

‘The stock alleged to be invalid was issued after careful 
consideration, represented accumulated assets of the com- 
pany, and was distributed among the stockholders under 
legal advice of the highest authority. The stock was received 
by all the stockholders of the company, and has for nearly 
five years been held and —— by rts and their repre- 
sentatives. No stockholder can be in a position to contest the 
validity of the action of which he is to-day enjoying the 
fruits. A statute of Kansas of 1883 expressly fm te that 
all certificates of stock theretofore innall by any Kansas rail- 
road corporation shall be binding as against the company, 
unless action be brought to annul the same within a year 
from March 1, 1883. The animus of the suit may be inferred 
from the time chosen to bring it, upon the eve of a payment 
of a dividend, and at the moment when the company is offer- 
ing to its stockholders subscription rights of great value. It 
may also be inferred from the fact that the suit is believed to 
be promoted by the same y or parties as recently insti- 
tuted the suit to prevent the payment of the Sonora interest. 
The plaintiff in that suit held 200 shares of stock, had 
acquired the shares in November last, and consequently was 
and is estopped from calling in question any action of the 
company prior to his purchase. The foregoing statement, it 
is believed, sufficiently characterizes the proceedings just 
instituted in Kansas, and shows that whether the object be 
to affect the stock market, or whatever it be, no injury 
to the real interests of the company need be apprehended.” 

The track of the Medicine Lodge of this company’s South- 
ern Kansas live was completed to Medicine , Kan., 22 
miles from Attica, on Jan. 5, 4 miles of this track having 
been laid this year. Medicine Lodge is 328 miles from 
Kansas City, and trains will begin running to that point in 
a short time. Surveys are now being made for a line across 
the Indian Territory, starting from the present terminus of 
the Southern Kansas line at Kiowa, and another party is 
also in the field running a line from Arkansas City southward. 


Bloomsburg & Sullivan.—It is said that work will be 
begun at once on this projected road, and will be pushed as 
rapidly as possible. It is to extend from Bloomsburg, Pa., on 
the Delaware, Lackawanna & Western, northward to Ber- 
nice, the terminus of the State Line & Sullivan Branch of the 
Lehigh Valley road. A survey for the road was made some 
time ago. It is to be built by Philadelphia parties, who are 
represented by Mr. D, J. Waller, of Bloomsburg. 


Boston, Hoosac Tunnel & Western.—The follow- 
ing statement is made for the half-year ending Dec. 31 : 


1885. 1884. Inc. or Dec. P. c. 
Earnings........ ......$299,369 $288,154 I. $11,215 3.9 
MI, 3.5 staal vaen es 240,393 282,194 D. 41,801 14.8 
Net earnings......... $58.976 $5,960 I. $53,016 
Per cent. of exps.. ... 80 97.9 D. 17.6 sack 
Expenses include taxes. The estimated earnings for De- 


cember are $49,850 gross and $13,200 net, against $38,262 
gross, and a deficit of $2,668 in December of the preceding 
year. 


Bradford, Eldred & Cuba.—For the year ending 
Sept. 30 last, this road earned $42,855; the expenses were 
$45,265, showing a deficit of $2,410. Interest on funded 
debt was $33, , Showing a total deficit of $36,010 for tle 
year. 


Brockville, Westport & Sault Ste. Marie.—This 
Canadian company has entered into a contract with Robert 
G. Hervey, of New York, for the construction and equipment 
of its projected road. Under the terms of the contract work 
is to be be; immediately, and a section of 50 miles, from 
Brockville, Ont., to Westport, is to be completed and in oper- 
ation within a year. Mr. Hervey is now building the Sheffield 
& Birmingham read in Alabama. 


Buffalo, New York & Philadelphia.—A meeting of 
holders of first and second mortgage bonds was held in 
Buffalo, Jan. 9, to consider a proposition made by the con- 
solidated mortgage bondholders, who ask holders of firsts and 
seconds to accept 5s in place of their present bonds. After 
much debate a resolution was adopted to the effect that 
holders of bonds represented at the meeting would consent to 
receive payments at par and accrued interest of their bonds 
in cash, provided the money for that purpose should be de- 
posited in a Buffalo bank before April next. A committee 
was appointed to report this action to the representatives of 
the consolidated bondholders, and authority was also given 
to this committee to act as representatives of the bondholders 
injpending negotiations. 


Cape Fear & Yadkin Valley.—In order to encourage 
the cultivation of tobacco along the line, furnishing valuable 
freight to the road, this company has been for two years past 
distributing tobacco seeds among the farmers living on and 
near the road. The results so far have been very encourag- 
ing, and a large increase of tobacco culture is expected. 


Chicago, Burlington & Northern.—The total 
amount of track laid on this road is reported at 94 miles; 24 
east and south of La Crosse, Wis., and 71 miles west and 
north of that town. No part of the road is in operation, the 
track laid being largely in detached sections and having been 
used so far only for construction purposes. 


Chicago, Kansas & Nebraska.—It is reported that 
this company, which was recently organized to build a rail- 
road from a poiut near Atchison, Kan., westward to the 
western line of the state, with a number of branches, is con- 
trolled by the Chicago, Rock Island & Pacific Co., several of 
the directors being officers of that company. It is said 
that the main line will be built with connections at the east- 
ern end with both the Atchison and St. Joseph, and that the 
road will be practically an extension of the Rock Island line 
through Central Kansas, running parallel with both the 
Kansas Pacific and the Atchison, Topeka & Santa Fe. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
This company’s statement for November is as follows: 














1885. 1884. Ine.orDec. P.c. 
i vccenccneen 194,678 $196,312 D. $ 1,634 0.8 
ee re 122,290 124,444 D. 2,154 1.7 
Net earnings.......... $72,388 $71,868 I. $520 0.7 
Fixed charges........... 50,000 ee da 
Surplus, Nov.......... $22,388 $21,868 I. $520 22 
Surplus, July 1-Oct 31.. 139,696 163,231 D, 23,535 14.4 
Surplus, 5 mos....... $162,0%4 $185,099 0.$23,015 12.4 
This road begins to show a considerable improvement over 


the earlier months of its fiscal year. 


Corsicana & Sabine Pass.—Meetings are being held 
along the line of this projected road and subscriptions have 
already been secured to a considerable amount, besides dona- 
tions of right of way and station grounds. The managers of 
the road expect to be able to begin shortly. 


Denver & Rio Grande.—Mr. Coppeil, Chairman of the 
reorganization committee, has just returned from London, 
where he has held conferences with the London and Amster- 
dam committees. He states that all details of reorganization 
have been settled. The deposits of securities at the disposal 
of the committee are : $19,200,000 consols, $2,073,000 gen- 
eral mortgages and $34,000,000 stock, upon which the as- 
sessment of $6 per share has been paid. 

The statement for November and for eleven months from 
Jan. 1 to Nov. 30, shows as follows : 








November. Eleven months. 

Gross earnings....... ..... $572 983 $5,614,875 
Operating expenses....... 358,012 3,628,243 
Netearnings ..... ...... $214,971 $1,986,652 
Miscellaneous receipts ... 7,257 59,312 
Total receipts ............ $222,228 $2,045,944 
Current charges. .......... 215.233 493,547 
Balance surplus ......... $6,995 $1,552,397 


The net balance to credit of income account Nov. 30 was 
$2,253,867. For November the gross increase was $110,525, 
or 19.3 per cent. ; net, $63,045, or 41.5 per cent. The eleven 
months show a gross increase of $484,130, or 9.4 per cent., 
and a net gain of $303,253, or 18 per cent. 

In the United States Circuit Court at Denver, Jan. 13, 
the trustees under the general mortgage filed an answer, 
denying the present right of foreclosure and setting up new 
equities. This new element introduced in the foreclosure suit 
will probably delay a decision and cause a continuance of the 
litigation. 


Dennison & Washita.—This company has filed articles 
of incorporation to build a railroad from Dennison, Tex., to 
the Red River opposite the mouth of the Washita, with a 
branch line to the Red River west of the Choctaw, a total 
distance of about 12 miles. 


Denver & Rio Grande Western.—President Palmer 
has issued a new circular to bondholders, under date of Jan. 
12, setting forth once more the advantages of the terms of- 
fered to the bondholders of the company. He states that, ac- 
cording to its own claim, the Coppell Committee of the Den- 
ver & Rio Grande bondholders has secured the assent of only 
a small portion of the Denver & Rio Grande Western bond- 
holders to its plan for the purchase of that property. Mr. 
Palmer states that there is no desire to operate the road in 
opposition to the Denver & Rio Grande, but every wish to 
make a friendly alliance with that company. He also states 
that the earnings of the road have so far improved that for the 
six months ending Dec. 31 they amounted to about 90 per 
cent. of the full interest on the bonds, and that the result in- 
dicated that before long the road will be practically earning 
the full interest. The improvements made on the road by the 





Receiver has already resulted in greater economy in oper- 
ation, and there is no doubt that, if the company’s proposition 


is accepted, it can be carried out, and the payment of full in- 
terest resumed at the time agreed upon. 

Detroit, Bay City & Alpena.—This road is now com- 
pleted to Black River, Mich., 83 miles from the connection 
with the Michigan Central road at Alger and 35 miles be- 
yond the former terminus at Au Sable. Work is being 
ey on the extension to Alpena, about 20 miles beyond 

lack River, and the line will be completed in another month 
if the weather permits. The road is now of 3-ft. gauge, 
but it is the intention to change it to standard gauge in the 
spring. 

Detroit, Lansing & Northern.—The Toledo, Ann 
Arbor & North Michigan Co. last week attempted to make a 
crossing over this company’s track near Howell, Mich., and 
in order to prevent interruption tore up the track for some 
distance on each side of the crossing and cut the telegraph 
wires. A large force of men was brought to the disputed 
crossing by both companies, and for some time an armed 
conflict appeared probable. The case hus now been transferred 
to the courts, the Detroit, Lansing & Northern having 
brought suit against the Ann Arbor Co. for an injunction, 
and also to recover $50,000 fc r damages done to the road, and 
for interruption of travel. The Ann Arbor Co. claims that 
it made no unnecessary trouble, but cut a passage under the 
other road and put in a good bridge. 


Eastern.—At the adjourned annual meeting in Boston, 
Jan. 9, the certificate-holders adopted a resolution deprecat- 
ing the attempt of the Trustees to conduct the affairs of the 
corporation and to elect a majority of the board of directors 
by personal solicitations, by newspaper appeals, and by cir- 
culars misleading in their alleged statement of facts, and im- 
puting without foundation unworthy motives to the directors, 
as seriously prejudicing both the Eastern Railroad Co, and the 
interests of the very large number of persons who hold its 
certificates of indebtedness as a safe and legitimate investment 
for trust funds. A motion was also adopted requesting 
Trustee W. P. Phillips to resign, on account of his ignoring 
the wishes of the bondholders at their annual meeting, of 
which he was the presiding officer. The stockholders of the 
road met afterward, but the meeting wasadjourned to March 
31. 


East Georgia & Florida.—It is said that arrange- 
ments have been made to begin work immediately on this 
road, which is to be run from Jacksonville, Fla., by way of 
Jesup to Millen on the Central Railroad of Georgia. The 
section now to be built is from Jacksonville to Jesup, where 
the road will connect with the East Tennessee, Virginia & 
Georgia. 

El Paso, St. Louis & Chicago.—Work has been begun 
on the grading of this road from El Paso, Tex., to White 
Oaks, N. M. The length of this section will be about 120 
miles, and it will reach the coal mines at White Oaks, from 
which an important traffic is expected with Mexico, 

Gulf, Colorado & Santa Fe.—A statement published 
by this company shows, for the first six months ending Dec. 
31, gross earnings of $1,268,040. The expenses were $742,- 
267, leaving the net earnings $525,774. The interest charges 
were $366,720, leaving a surplus of $159,054 for the half 
year, which is equivalent to nearly 314 per cent. on the stock. 

Houston & Texas Central.—The statement for Octo- 
ber and the ten months to Oct. 31 is as follows: 





———October.—— ———Ten months.—- 
1885. 1884. 1885. 1884. 
Earnings .......... $461,538 $348,497 $2,000,232 $2,060.575 
Expenses........... 200,119 190,966 1,628,154 1,859,692 
Net earnings’..... 261,419 $157,531 $372,077 $200,883 
Int. on floating debt and new construction 30,773 76,173 
DRDO. sss iscci vcd sae, € ebsites Meg tea $341,304 $124,710 


Renewals and betterments are included in expenses. For 
the ten months the gross earnings decreased $60,343, or 2.9 
a cent., while the increase in net earnings was $171,194, or 

5.5 per cent. 

Illinois Central.—For the month of December 

Traffic Department reports earnings as follows : 
1885. 188 


the 








5 Increase. P. c. 

ill. and Southern Div. . $1,114,532 $1,059,505 55,027 5.2 
SOO CUNEO... cecacsces 151,098 150,541 557 04 
MON ieee dasvaae $1,265,630 $1,210,046 $55,584 4.6 
The Land Department reports sales of 1,719 acres of land 


for $36,143. Cash collections on land accounts amounted to 
$11,701 for the month. 


[tlinois Railroads.—A dispatch from Springfield, l., 
Jan. 5, says: ‘*The Railroad & Warehouse Commissioners 
to-day sent to the Public Printer their annual report of the 
condition of 54 railroads of the state. The total length of all 
tracks in Illinois foots up 11,368 miles. The capital stock of 
the 50 roads reported, including leased lines, was $683,- 
141,000, being an increase over last year of $16,531,000. 
The funded debt is reported at $725,696,000, and the floating 
debt at $46,037,000. The aggregate of stocks, bonded and 
and floating debt is $1,454,785,000. The total gross income 
for the year of the roads reporting is $194,483,000, of which 
amount $58,335,000 is from passenger earnings and $134,- 
321,000 is from freight. From other sources the income was 
$1,827,000. The gross earnings for Illinois business amount 
to $56,961,000. The total operating expenses and taxes paid 
in Illinois during the year was $37,331,000. The aggregate 
gross profit on Illinois business were $19,630,000. Reports 
from 44 roads show an aggregate gross profit of $19,686,000. 
and 8 show an aggregate gross loss of $55,000.” 

Jacksonville, St. Augustine & Halifax River.— 
This company has passed under control of the Jacksonville, 
Tampa & Key West Co., and the road will be hereafter oper- 
ated under the management of the officers of that company. 
The road extends from Jacksonville, Fla., to St. Augustine, 
36 miles, and has already developed a considerable business. 

Jacksonville, Tampa & Key West.—Track on this 
road, as already noted, is now laid to DeLand’ Junction, Fla.. 
5314 miles southward from Palatka, and work is progressing, 
rapidly on the 1714 miles remaining to complete the line to 
Sanford. It is expected that trains will run through to San- 
ford before the end of January. 

This company has acquired control of the Jacksonville, St. 
Augustine & Halifax River road, extending from Jacksonville 
to St. Augustine, 36 miles, and will hereafter operate that 
line as its St. Augustine Division. 

Louisville & Nashville.—A statement of this company 
for six months to Dec. 31 shows : 











1885. 1884. Inc. or Dec. P.c. 
Earnings..............$6,830,095 $7,094,093 D. $263,998 36 
Expenses.... ......... 4,159,301 3,988,065 I. 171,236 4.3 

Ae $2,670,794 $3,106,038 D. $435,234 14.0 
Other income ....... 52,797 DRE ike. -Seacvscns oes 
WB ccccacestsensai 2.723.591 $3.158.825 D. $435,234 13 8 
Charges and taxes ... 2,188,616 2,327,432 D. 138,816 6.0 
Surplus.... .... .... $534,975 $831,303 D. $296,418 35.7 


The earnings are official for five months, and partially esti- 
mated for mber. In the charges are not included car 
trust payments and payments for construction, 
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Long Island.—A survey has been completed for the ex 
tension of this road from Bridgehampton, N. Y., to Fort 
Pond Bay near Montauk Point, a distance of 35 miles, and 
plans have also been prepared for docks and other terminal 
works at Fort Pond Bay. This survey is in connection with 
the plan for running a steamship line from the eastern end of 
Long Island to Europe, and the construction of the extension 
depends upon the successful carrying eut of that plan. 


Louisville, New Orleans & Texas.—The earnings and 
expenses for November, 1885, and from Oct. 1 to Nov. 30, 
were as below : 

November. Two months 





MERE A ERR BT ac Bem 566 $368,288 
PUN scais kesenaesss wsxezsereisk on 104,856 201,896 
OD GROSS 56.0 scnca® SSeS $103,710 $166,390 


For December the gross earnings were $230,391, making 
a total of $598,679 for the chree months. The road was only 
operated for a small part of its length in 1884. 


Manhattan.—The difficulty between this company and 
its locomotive engineers was settled last week, as was consid- 
ered probable at the time our last number was issued. The 
settlement was in part a compi omise, as the engineers agreed 
to accept nine hours instead of eight as a day’s work, but as 
it was agreed that time spent mm waiting for an engine 
after reporting for work should be coun in the walling 
hours, the difference is really very small. In this case the 
engineers secured practically what they asked for. 

The result was due mainly to the moderation of the men, 
and to the good judgment of their committee and that of 
Grand Chief Engineer Arthur, whose wise counsel undoubt- 
edly kept the more active spirits quiet and prevented the 
serious trouble, which might have been caused by the in- 
judicious action of the company. Their management of the 
whole affair made many friends for the engineers, and brought 
public sympathy entirely over totheir side. Mr. Arthur and 
the committee, before breaking up, received many calls from 
gentlemen not connected with them in any way, who de- 
— to express their esteem for the Brotherhood and its 

Shief. 

Memphis & Charleston,—The gross and net earnings 

for November and for five months from July 1 have been : 


-——-.November.——, -——Five months.—— 
5 5. 1884 








1885. 1884. 1885. ; 
Earnings...... .... $150,961 $142,185 $569,591 $598,948 
Expenses......... 84,571 “121/813 378.730 436/801 
Net earnings.... $66,390 $20,372 $190,861 $162,147 


For the five months the gross earnings decreased $29,357, 
or 4.9 per cent., and the expenses $58,071, or 13.3 per 
cent., leaving a gain of $28,714, or 7.7 per cent., in net earn- 
ings. 

Mexican Central.—The following statement is made 
for the year ending Dec. 31, December estimated : 











1885. 1884. Ine. or Dec. P.c. 

arnings.......... . $3.554,841 $3,016,070 I. $558,771 17.9 

Expenses ........... 21024223 2/419.457 D. 395234 163 

Net earnings... $1,530,618 $596,613 I. $934,005 156.5 
56.9 80.2 D. 23.3 


Per cent. of exps... 


In 1884 transportation of company freight (not included 
above) was $726,151. The transportation of corporation 
freight or construction materials has been comparatively 
light during 1885, and what there is of it has gone princi- 
pally into construction account, being made, pro rata, a part 
of the expense of the particular work for which the transpor- 
tation was required. 

On Jan. 12, holders of $15,567,000 first-mortgage bonds 
bad assented to the company’s plan for scaling interest on the 
bonds. It is said that the assent of other holders sufficient 
to make up the required amount of $18,000,000 is assured, 
and that there is now no doubt that the plan will certainly be 
adopted. 


Missouri Pacific.—This company announces the opening 
for business of the Topeka, Salina & Western road, which it 
will ——- and which extends from Wilsey, Kan., to Chico, 
35 miles. 

It is reported that this company will soon make a large 
issue of new stock, to be divided among its stockholders to 
represent net earnings used in construction and improve- 
ments. 

Another report is that the new stock will not be issued 
as a dividend, but will be issued to stockholders at par, the 
proceeds to be used in building pro; extensions. 

The Jefferson Branch of the Missouri, Kansas & Texas 
Division is to be changed from 3-ft. to standard gauge, and 
preparations have already been begun for the change. This 
road was formerly the East Line and Red River road and 
extends from Jefferson, Tex., to McKinney, 155 miles. 


Mobile & Ohio.—At a meeting held in New York, Jan. 
9, the debenture holders voted to approve the pro’ lease 
of the St. Leuis & Cairo road. The terms of the lease are as 
heretofore stated, the rental to be 25 per cent. of the gross 
earnings, with a guarantee of $165, yearly. The road is 
to be made standard gauge, the money to be raised by a new 
issue of bonds, as heretofore noted. 


Nashville & Knoxville.—This company is making 
arrangements to begin work on its projected line, which is to 
run from Knoxville, Tenn., westward to Gallatin, where it 
will connect with the projected Chesapeake & Nashville road. 
The company is asking for subscriptions to the stock at Nash- 
ville and other points on the projected line. 


New York, Chicago & St. Louis.—The committee 
of the first-mortgage bondholders of this company give notice 
that $8,809,000 out of the entire issue of $15,000 bonds 
having been deposited with the Central Trust Co., of New 
York, subject to the terms of the agreement of Nov. 21, all 
bondholders who may desire to participate in the benefits of 
said agreement, and who bave not vet deposited their bonds, 
are requested to do so on or before Jan. 10. 


New York, Ontario & Western.—An agreement has 
been concluded between this company and the new West 
Shore Co. in relation to the line used by both roads. The 
Ontario Co. retains possession of the line from Middletown to 
Cornwall, which connects its old road with the West Shore, 
and is relieved from all responsibility for the Weehawken 
terminal property. At the same time it secures by a lease 
for 200 years the use of the West Shore track between Corn- 
wall and Weehawken and of the terminal facilities in Wee- 
hawken and New York at a rental to be based on train mile- 
age and on the number of passengers and tons of freight 
handled atthe terminus. The settlement is regarded as satis- 
factory in its terms, and also in removing possible causes of 
trouble. 

It is said that an effort will be made to carry out the pro- 
posed funding ofjthe floating debt and also the exchange of 
new bonds for the preferred stock, so as to transfer the con- 
trol of the company to the common stockholders. 


New York & Palisades.—The officers of this com- 
pany state that arrangements are being made to begin work 
on this projected road as soon as it can be located from 
Nyack, x Y., to the New Jersey state line, and that ar- 
rangements are also in progress to begin work on the road in 
New Jersey. The projected line is to run from Nyack t 





Jersey City, following the line of the Palisades on the west 

side of the Hudson River. Negotiations are said to be in 

progress for the use of the terminal facilities and ferries of 

a ga Lackawanna & Western road in Hoboken and 
ew York. 


Niagara Falls & Whirlpool.—This company _has 
filed articles of incorporation to build a‘ railroad from Nia- 
ara Falls, N. Y., alongside of the Niagara River to the 
hirlpool, a distance of 3 miles. The road is to be operated 


by steam or by electricity, and will, of course, be used chiefly | $ 


for passenger travel. 


Northern & Northwestern, of Canada.—The Pa 
cific Junction road, which is an extension of this company’s 
line, has been completed, the last rail having been laid last 
week. The new road extends from Gravenhurst, Ont., 
nearly due north toa junction with the Canadian Pacific at 
Callender, near the east end of Lake Nipissing. It is 111 
miles long, and the total distance by this line from Toronto 
to Callender is 226 miles. 


Northern Pacific.—Commissioner Parks, of the General 
Land Office, has decided in a case before him that, under the 
various acts granting lands to this company, no pr-vision is 
made for any grant for the division extending from the 
Columbia River, at Portland, to Puget Sound, at Tacoma, 
and has ordered that the reserved lands be held open for set- 
tlement. The company has issued a card, stating that it does 
not submit to this decision, but holds that it is entitled to a 
grant for that division as well as for the rest of its line. An 
appeal will be taken from the Commissioner’s decision to the 
Secretary of the Interior, and, if necessary, to the courts. 

Northfield, Kasota & Western.—This company has 
been organized to build a railroad from Northfield, Minn., to 
Kasota, and then southwest to a point onthe western boun- 
dary of the state. 

Ohio & Mississippi.—This company’s statement for 
November and the eleven months to Nov. 30 is as follows: 

-—-—November.-——, -—-—Eleven months.—-— 
885. 884 1885. 1884 





Earnings ......$301,961 $276,033 $3,366,709 $3,419.883 
Expenses......- 216.436 211.132 2.426.857 2,886,663 
Net earnings.. $85,525 $64,901 $939,852 $733,220 


For the eleven months the gross earnin decreased 
$53,174, or 1.5 per cent., and the expenses $259,806, or 9.7 
per cent., the result being a gain of $206,632, or 28.2 per 
cent. in net earnings. 

This company has made a final proposition to a committee 
of citizens of Washington, Ind., agreeing to remove the 
machine shops now located at Seymour and Vincennes, and 
the car shops at Cochran, to Washington, provided the 
people of that town will give 60 acres of land and $75,000 
in money for the purpose of meeting the expenses of the 
change. The money is to be paid over only as the shops are 
constructed. 

It is thought that the money can be raised without difficulty 
and the committee representing the town is sanguine 
in its belief that the contract will be carried out. 


Pennsylvania.—A survey is being made for a new 
branch line to extend from Hunker station on the Southwest 
Penn. branch to Sewickley on the Youghiogheny, and will 
pass through a large tract of land owned by the Youghi- 
ogheny Coal Co., on which improvements are now in prog- 


Philadelphia & Reading.—A new bill in cate has 
been filed in the United States Circuit Court in Philadelphia 
by holders of income mortgage bonds, asking for relief on ac- 
count of the alleged failure of the company to carry out cer- 
tain of the provisions of that mo 

At the annual meeting on Monday Mr. Franklin B. Gowen 
was elected president, as generally expected. He received, 
however, the votes of only about one-third of the stock, most 
of the large holders refraining from voting. They have ap 

rently thought it not worth while to oppose his election, 

lieving probably that a foreclosure is inevitable, and that 
the board of managers now elected will have very little to say 
in regard to the management of the company. 


Portland & Ogdensburg.—Messrs. Nathan Webb, Ho- 
ratio N. Jose and Weston F. Milliken, trustees, give notice to 
the holders of bonds’and coupons, secured by the mortgage of 
Nov. 1, 1871, that the mortgage has been foreclosed, and 
that under legislation in Maine and New Hampshire the 
holders of the bonds and coupons secured thereby are de- 
clared a corporation and may complete an organization as 
such at their option. All holders are requested to com- 
municate with William L. Putnam, of Portland, Me., who is 
the Attorney of the trustees, giving the amounts and serial 
numbers of bonds held, and the number of coupons attached, 
when they will be advised of proceedings which may be 
taken to organize. 


Rome, Watertown & Ogdensburg.—Earnings and 
expenses for November and for two months of the fiscal year 
from Oct. 1 to Nov. 30, were : 





-—November.—— —Two months.— 

1885. 1884. 5. . 
Gross earnings.......... $167,835 $156,465 50.081 $332,728 
Operating expenses..... 101,178 95,327 205,707 200,486 
Net earnings.......... $66,657 $61,138 $144,373 $132,241 


The two months show an increase in gross earnings of 
$17,353 or 5.2 per cent., with an increase in expenses of 
$5,221, or 2.6 per cent., leaving a gain of $12,132, or 9.2 
per cent., in net earnings. 


Rutherford.—The following notice, +" nf Messrs. J. 
H. Bradley, J. B. Eaves, J. E. Henry, J. E. McFarland and 
G. B. Pruett, is published in two Boston popes . 

‘* We, the undersigned, directors of the Rutherford Rail- 
way Construction Co., having learned through the Secretary 
of said company, James A. Miller, that Martin Walker, 
President of said company, had signed and delivered to R. A. 
Johnson, Manager of the Massachusetts & Southern Con- 
struction Co., over $800,000 ire bonds on a railroad 
from Rutherfordton, N. C., to Black’s Station, 8. C., do 
enter this our protest against the signing and delivering of 
said bonds, for the following reasons : . 

‘*1. There is no such railroad, only a proposed route, with 


less than five miles graded. 

‘*2. Rutherford County has no guarantee that the proposed 
railroad will ever be built, and no assurance that the pur- 
chase money of these bonds will be used in the construction 
of said railroad. 

‘3. If the Massachusetts Co. fail to build said railroad and 
an innocent purchaser of those bords suffer, in our opinion 
the President and board of directors of the Rutherford Rail- 
way Construction Co. would be responsible.” 


Rutland.—A dispatch from Burlington, Vt., Jan. 8, says : 
‘* The Supreme Court, in session here, announced its decision 
this morning in the case of the Rutland Railroad against 
Clement & Sons, Joel M. Haven, and A. Mead, revising the 
decree of the Chancery Court and remanding the suit with a 
decree that the bill be dismissed with costs to the defendants, 
and that the validity of certificates of 29,700 shares of Pia 
ferred stock held by the defendants and alleged to be void be 
established as valid.” 





Scotland, Bismarck & Northern.—This company has 
been organized to build a railroad from Scotland, Dak., b 
way of Duncan & Holabird, to Bismarck, crossing the Chi- 
cago. Milwaukee & St. Paul at Plankinton, ard the Chicago 
& Northwestern at Holabird. 


Searcy Ne Ale company has been incorporated to 
build a railroad from Searcy in White county, ‘es. west 
by south to Conway on the Little Rock & Ft. Smith road, a 
——— of about 40 miles. The capital stock is fixed at 


’ 


Sonora.—The gross and net earnings in November and 
from Jan. 1 to Nov. 30, eleven months, were as below : 


-~—November.—, —Eleven months.— 
1885 885. 1884 


5. 1884 > 
Gross earnings...... $21,823 $18,182 $271,535 $201,536 
Operating expenses.. 17,958 20,311 221,721 239,230 
Net earnings..... . $3,865 *$2,129 $49,814  *$37,604 
* Deficit. 


These earnings and ex 
meney. The road is own 
e. 


South Atlantic & Ohio.—It is said that work will soon 
be begun on this projected line, which is to extend from 
Bristol, Tenn, on the Norfolk & Western road to a connec- 
tion with some of the railroad lines in Eastern Kentucky. 
The projected line is to run gg the North Fork, Moc- 
casin and Big Stone gaps, crossing five different ranges of 
mountains, and is expected to open up a country rich in coal 
and other minerals. The contract for the construction has 
been let to an organization known as the Bailey Construc- 
tion Nag of Boston, and which has already done some grading 
on the line. 


Southern Maryland.—A bil] was filed in the United 
States Court in Baltimore, Jan. 12, by E. N. Darling and 
others against this company, the Cential ‘Trust Co. and others, 
to enjoin the sale of this road under foreclosure. The nd 
for the application is that the mortgage under which the sale 
is to be made was not legally or properly executed, and that 
any sale held under the same will be illegal and void. 


mses are given in Mexican cur- 
by the Atchison, Topeka & Santa 


Soathern Pacific Co.—This company’s statement gree 
the earnings of its Atlantic system—the lines east of El Paso 
—for November as follows : 


-——-Gr aT. eo Net———— 

1885 1884. 1885. 1884. 
Gal., Har. & San Ant. ...$°48.509 $298,159 $190059 $150,373 
Louisiana Western ...... 64,259 54,526 40,169 32,113 
Morgan’s La. & Tex...... 473,537 424,666 199,520 172,456 
Mie cg Mw ER osecssc, SEMEL eca0 200 ae 
Tex. & N. Orleans, ...... 91,991 84.457 47,041 41,674 


a ....., $1,003,076 $861,608 $487,324 $396,616 

The total increase in gross earnings was $141,468, or 16.4 

r cent. ; in net earnings, $90,708, or 22.9 per cent. The New 

ork, Texas & Mexican road was not operated by this com- 
pany in 1884, 


Storm.—A storm of unusual extent and violence began on 
Jan. 8 and continued until Jan. 11. It was accompanied by 
severe cold and heavy snow, and caused a wide-spread 
blockade, beginning on the lines west of Chicago and extend- 
ing gradually eastward. The snow fell more heavily to the 
southward, and the stoppage of traffic was longer about 
Pittsburgh and through Pennsylvania than on the Tew York 
Central and the more northern lines, which generally suffer 
the most. The storm, indeed, extended further to the south 
than is — case, cold weather and hard frost being 
repo from rgia, Alabama and Florida. Two or three 
serious accidents due to the storm have been reported, and a 
very large number of minor ones are noted, to say nothing 
of the great number that will not be reported. 


Texas & Pacific.—A dispatch from New Orleans, Jan. 
9, says: ‘*The matter of the receivership of the Texas & 
Pacific Railroad came up to-day before Judge Pardee, in the 
United States Circuit Court. All the parties interested were 
represented. John R. Dos Passos, of New York, appeared 
as representing a large number of bondholders i stock- 
holders. He has associated with him Walter E. Denegre 
and Bayne & Denegre, of New Orleans. They urged upon 
the Court the policy of appointing a third receiver. Opposi- 
tion was made to this by the Trustees of the different mort- 
gages. but Judge Pardee, while declining to appoint a third 
receiver at present, declared that if the body of creditors 
and stockholders declared for such a third receiver, he 
would appoint one, and in the meantime held the matter in 
abeyance. Judge Pardee also announced that he would al- 
low no interest to be paid on any of the securities, but would 
direct the Receivers to apply all of the earnings of the road 
to the improvement of the property. If receivers’ certifi- 
cates were to be issued it would only be after notice to all 
parties pe and the bondholders and stockholders 
should be first eutitled to purchase them.” 

A gn of reorganization has been extensively circulated, 
which is as follows: New stock to be $33,000,000, of which 
about $11,000,000 will be used to take up the present stock 
on the basis of one share of new to three of old stock; the 
remaining $22,000,000 to be sold at 15 to present stock- 


holders, a to be used in putting the road in good con- 
dition. Eastern Division firsts to receive new 5 per cent. 


bonds at par, New Orleans Division firsts to receive one-half 
their face in new 5s’and one-half in income bonds, and Rio 
Grande Division firsts to receive 30 per cent. in new 5s and 
70 per cent in incomes, the land grant bonds to take the com- 
pany’s land grant in full settlement. This proposed plan has 
no Official indorsement and is aoeney put out as a feeler 
to get the opinion of the bondholders. It is not probable 
that they will be satisfied with the proposed terms. 


Texas, Santa Fe & Northern.—At a recent meeting 
of the directors it was resolved to begin work on this road 
soon as $50,000 can be raised, and to let contracts for i- 
ing in sections of 10 miles. The road will be 35 miles long, 
extending from Santa Fe, N. M., to Espanola, the terminus 
of the Mexico Division of the Denver & Rio Grande. It has 
subsidies of 150,000, which have been voted it. 


Toledo, Columbus & Southern.—Two routes are 
under consideration for the extension of this road from the 

resent terminus at Findlay, O., to Columbus. One is a very 
Firect line, running through Marysville and Mt. Blanchard, 
and will have no ‘grades ter than 26 ft. to the mile. 
The other line runs through Marysville and Kenton and will 
enter Columbus over the Chicago, St. Louis & Pittsburgh 
tracks. The adoption of either line will probably depend 
largely on the amount of subscriptions which can be secured 
along the lines. 


Toledo, Kokomo & St. Louis.—This company has 
been formed by the consolidation of the Toledo, Kokomo & 
St. Louis Co. and the Toledo & Southwestern Co. The To- 
ledo & Southwestern covers the line of the former Toledo, 
Cincinnati & St. Louis from Toledo, O., tothe Indiana state 
line, and the Toledo, Kokomo & St. Louis, the line of the 
same road in Indiana. This consolidated company will be 
further consolidated with the company to be organized in Ill- 
inois, this final consolidation representing the new company 
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which the purchasers of the Toledo, C'ncinnati & St, Louis 
road will form to hold and operate that road, to which they 
will acquire possession through the recent foreclosure sale. 


Union Pacific.—This company’s total land sales for De- 
cember were 83,875 acres, for $216,664. The total sales for 
the year 1885 were 1,457,704 acres, for $4,187,018, a de- 
erease of 3,365,507 acres, and $4,469,386 from 1884. Of 
the total amount ot sales in 1885 there were $2,908, from 
Kansas Division lands, and $1,228,588 from Union Pacific 
lands. In 1884 the sale included a number of very large 
tracts of grazing lands at low prices. * 

§ tThe statement for November and the eleven months ending 
Nov. 30 is as below: 





November. ———. ——Eleven months.—-~ 
1885 884 


Gross earnings... $2.429,279 $2.414.237 $23,576,685 $23.337.704 
Operating expen’s. 1,410,576 1,213,592  14,739.357 13,639,767 


Net earnings ....$1,018,703 $1,200.643 $8,837,328 $9,697,937 

For the eleven months the gross earnings increased $238,- 
981, or 1 per cent., and the expenses $1,099,590, or 8.1 per 
cent., leaving a decrease of ,609, or 8.9 per cent., in net 
earnings. 


Wabash, St. Louis & Pacific.—The decree in the 
Wabash foreclosure suit provides that the following lines of 
road shall not be sold, nur shall any interest in them pass in 
the sale: Havana Division ; Indianapolis, Peru & Chicago; 
Chicago, Cincinnati & Louisville; Michigan City & Indian- 
— Quincy, Missouri & Pacific; Missouri, Iowa & 

ebraska; Cairo & Vincennes; Danville & Southwestern 
and St. Francisville & Lawrenceville, constituting the Cairo 
Division; Toledo, Peoria & Western; and the Centreville, 
Moravia & Albia. These are the lines that have been re 
leased from the control of the Wabash on the application of 
their trustees. Edmund T. Allen is appointed Commissioner 
to conduct the sales, which will be on any day he may select 
after the expiration of 60 days. Aun order has also been 
issued by the United States Circuit Court at St. Louis in the 
Wabash case, requiring the Receivers of the road to transfer 
the Omaha Division of the Wabash to the United States 
Trust Co. of New York within 30 days, with the usual! ves- 
ervations with regard to the removal of the division out of 
the jurisdiction of the Court. 


Wampum & State Line.—This comaneny, has been or- 
ganized to build a railroad from Chewton, Pa. (which is on 
the Pittsburgh & Western road, 52 miles from Pittsburgh), 
on the east side of the Beaver River to a point on the hio 
state line near Darlington. The distance is about 17 miles. 


West Shore.—An agreement has been concluded between 
this company and the New York, Onta: io & Western, under 
which this company acquires undivided control of the 
terminal properties and leases to the Ontario & Western, the 
use of its tracks between Weehawken & Cornwall. The 
terms of the agreement are noted more fully elsewhere. 


Wisconsin Central.—Track on the Chicago Extension 
was completed on Jan. 9 to Waukesha, Wis., 24 miles south- 
ward from the starting point at Schleisingerville. The 
stormy and very cold weather now prevailing will probably 
put a stop to tracklaying for the present, and work will pro- 
ceed slowly. 


Zanesville, Mt. Vernon & Marion.—This company 
has filed articles of incorporation to build a railroad from 
Zanesville, O., northwest to Marion. a distance of 90 miles. 
At Marion it will connect with the Chicago & Atlantic road. 
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Philadelphia & Reading. 


The report of the managers of this company, with statements 
of earnings and yo furnished by the eivers for the 
year ending Nov. last, were presented at the annual meet- 
ing on Monday of this week, and give a pretty full account 
of the operations of the year. 

The managers state that, owing to the short period between 
the close of the fiscal year and the annual meeting, it has 
been impossible to have the full report ready to issue in 
advance of the meeting, and recommend a change in the fiscal 
year. 

THE RAILROAD COMPANY. 


The earnings of the railroad for the year were : 








Net P.c of 
: Faroings. Expenses. earnings. exps. 
MAMOOO: so -50' S50 $27,343,065 $15,420,540 $11,922,525 46.4 
Canal we 624,986 440,507 184,379 70.5 
Steam colliers ...... 439 996 391,500 48,496 +9 0 
Richmond barges... 59,240 48,781 10,459 82.3 
Ine from invesim'ts 486,290 bacekous 486,290 : 
Me ici cacehias $28,953,577 $16,301,328 $12,652.2419 57.3 
Total, 1884.......... 30,954,240 17,899,629 13,054,611 59.1 
Decrease .. ...... $2,000.663 $1,598,301 $402,362 1.8 
Per cent. of dee ... 6.5 8.9 31 


The ‘eo < include all charges for betterments and re- 
newals. The expenses, reduced to the basis of traffic, show 
a decrease of 18.5 per cent. 

The traffic for the year was as follows : 


1885. 884. Inc. or Dec. P.c. 

Passengers.. ..... 23,531,047 24,011,768 D. 480,711 2.0 

Tons coal...... -- 12,530,594 11,879.997 I. 650,597 5.5 

Tons merchandise. 7.200.930 7,45°,733 DD. 242.805 3.4 

Tons Co.’s materials 1,192,813 1,357,503 D. 164,690 12.1 
Total tons, includ- 
ing weight of 

passengers ..... 24,624,240 24,357,931 I. 266,309 1.1 


As compared with 1883, there was last year a slight in- 
crease in passengers, but a considerable decrease in both coal 
and passenger tonnage. 


The average rates per nger-mile and per ton-mile for 
pn fl and merchandise have been, for seven years past, in 
cents : 


18%5. 1854. 1883 1882. 1881. 1880. 1879. 
Passenger-mile.. 1.843 1.884 2.019 2.050 2.08: 2.064 2.089 
Mdse. tun-mile... 1.502 1.723 2009 1.927 1.868 1996 1.690 
Coal ton-mile... 1.072 1.293 1.418 1.501 1.556 1.611 1.266 


In all this company’s statements the merchandise ton is 
2,000 Ibs., but the ton of coal is 2,240 lbs. 

The result of the year’s operations was as follows, charg- 
ing up all interest and rentals, whether paid or not : 


Net earnings, as above.................ceceeceeceeee oe $12,652,249 
SERRE Tee eee $6,636,002 
Rentals of leased lines..................... 9,548,451 

—_——_ 16,184,453 

Deficit for the year....... ....... Mees aeh auton $3,532,204 





Of this deficit, $2,193,826 arose from the operations of the 
Reading lines proper, the balance of $1,338,378 being due to 
the New Jersey Central lease. 

THE COAL & IRON COMPANY. 
The operations of this company were as follows : 





Netor Pc of 

Earn‘ngs. Ev penses. deficit. exps 

Coal department... .$15,208.212 $15.57'.191 D. $262,976 1016 

n sa ait 264.799 217.572 N. 47,227 82.1 

Other depts. and mis. 117,72 26 3083 N. SUS: .... 

ore $15,690.3' 9 $15,815,069 D. $124.680 100.8 

Total, 1824 ......... 16,496.608 16,154,684 N. 341,924 97.9 
Decrease. ....... ~ $806,219 $339,615 $466,604 

48 2.1 


Per cent. of decrease 


The interest charges, at rates paid, amounted to $940,998 
making a total deficit of $1,065,678 for the year. 

The total tonnage of coal mined from the company’s lands 
was as follows : 


1885. 1884. Ine. or Dec. P.c. 
5,236 428 4,995.987 I. 310,541 61 
803,631 746,698 I. 56.953 7.6 
Total... iekicdon ee .... 6,040,179 5,672.685 
Av. price per ton at mines. $1.652 $1.8i11 D. $0.159 88 


The reduction of 15.9 cents per ton received for coal was 
partly offset by a decrease of 5 cents per ton in the cost of 
mining coal. The amount expended for betterments and 
charged to capital account was $108.303 last year, against 
$962,607 in 1884. 


Be MIE onc ccss ane 
By tenacts ....... 


I. 367,494 6.5 


GENERAL RESULTS. 
The results of the operations of both the companies were as 
follows : 

















Net earnings. Charges. 
Railroad Co ........... $12.6°2.249  $16,184.453 
Coal & Iron Co.......... *124,680 940,998 
ek na dS sss bemes wt $12,527,589 $17.15 441 34.597, 882 
eee 13,306,535 16,741.786 $,355.251 


1 $373,005 1. $1,982,00 


Increase or decrease. .D. $868,966 
; 6.5 37.0 


es eee 





* Deficit. 


The report speaks at some length of the cause of the de- 
pression in the coal trade and of the falling off in the number 
of furnaces and rolling mills at work on the line of the road; 
also of the complications introduced by the increased use of 
bituminous coal. The local earnings were affected by the 
competition of the new Pennsylvania Schuylkill Valley 
road. 

Attention is called to the approaching completion of the 
Baltimore & Ohio to Philadelphia, and an account is given 
of the transfer of the South Peunsylvania and the Beech 
Creek, Clearfield & Southwestern roads. 

An agreement has been made to complete the second track 
on the North Pennsylvania road. This will require 30.32 
miles of new track, which will cost $300,000. The lessor com- 
pany will furnish the money, the lessee paying interest there- 
on as additional rental. 


THE FLOATING DEBT. 


<ainewe¥ cane $9,851,747 
.. 10,980,877 
. —— — $20,832,624 
Coal & Iron Co., receivers’ certificates, etc..$2.809 499 
4 - current liabilities ......... 1,428,054 


4,237,553 





Tota! floating debt, Nov. 30, 1885....... . .....$25,070,177 
Total floating debt, Nov. 30, 1884....... .... ......... 23,517,623 
$1,552,554 
The increase in the current liabilities was $2,980,802, and 
the decrease in notes, certificates, etc., $1,428,248, leaving a 
net increase of $1,552,554, as above. The certificates and 
notes of the Receivers amount to $3,420,289; the debt se- 
cured by collateral amounts to $9,240,957, 

The report says: ‘‘ There has been a considerable decrease 
in the floating debt, and a large increase in the funded debt 
of thecompany. This has resulted from the sale, at very 
great sacrifice, of collaterals pledged for the company’s in- 
debtedness. During the year 1884 the Receivers and the 
Management were able to protect the collateral securities to 
a great degree from sale, so that not over $110,000 of collat- 
erals, other than the stock of the Central Railroad Co. of New 
Jersey, were disposed of by holders during the entire year. 

‘*During the year 1885 the Receivers, by the mandatory 
orders of the Circuit Court, have been restrained from mak- 
ing any payment on account of the principal of the floatinz 
debt, and have been restricted to the payment of the interest 
thereon. The interest on the floating debt has been paid 
from time to time by the Receivers, but this was not suffi- 
cient to enable them to protect the collaterals from sale, and 
when, in the latter part of the year 1885, the market value 
of the securities of the company materially improved, many 
parties holding the debt of the company took advantage of 
the prices they were then enabled to obtain, and sold the 
collateral securities held by them, in payment of their re- 
spective claims. 

‘* This was a matter of most serious consideration with the 
Managers and the Receivers, but, under the orders of the 
Court, they were powerless to avert the sales.” 


THE NEW JERSEY CENTRAL LEASE. 


The results of the operation of the Central Railroad of New 
Jersey for the year were : 


Increase during the year............ 


Gross earnings .... 


DR Cee ye Pe weeeee «. $10,300,466 
ME icc sua ssesceas ceaee side ve 


4,699,200 
$1,601,266 





US ci oincactvpevahejc0-s ieee bibsdssennka 
Fixed charges ... ,825,851 
Dividends ... . 1,113,792 





5,939,643 

$1,338,377 

The full amounts of interest and dividends are here charged, 
whether paid or not. The report says: 

‘** In consequence of the objections of the general mortgage 
creditors, the Circuit Court of the United States, by whom 
the Receivers were appointed, made an order restraining them 
from any payment on account of rentals due to the Central 
Railroa és of New Jersey in excess of the net earnings of 
that company. As these earnings were insufficient to pay 
the dividend secured to be paid, under the lease, to the stock- 
holders of the same company, and were even insufficient to 
fully meet the fixed charges of that company, the Central Rail- 
road Co. of New Jersey was greatly dissatisfied; but neither 
the management nor the Receivers, under the restrictions 
placed upon them by the court, were able to pay to said com- 
a | any larger amount than that which they did pay. 

‘** The Central Railroad Co. instituted proceedings in July, 
1885, for the annulment of the lease, alleging the non-pay- 
ment of the rental secured by it. The petition of said com- 

ny was referred to the Master, before whom the testimony 
in regard to the matter was produced. The argument there- 


Deficit for the year........ 








on has been had, and the report of the Master is in course of 
preparation. 

‘*The Receivers (in co-operation with the management), 
sqerestetes the importance of the Central Railroad of 
New Jersey to the Reading system (and their duty to main- 
tain tke same intact, as far as they possibly could, under 
the orders of the Court), have, as above stated, paid over, 
near as the same could ve ascertained, the full net earnings 
of the Central Railroad from day to day to the said com- 
pany. In furtherance of these efforts to maintain this alli 
ance, the Managers and Receivers submitted the following 
proposition to the Central Railroad Co. of New Jersey, upon 
which no action was taken by the said company until within 
the last month, when an auditor was appointed by it in con- 
junction with an auditor appointed by the Receivers for the 
purpose of reviewing the accounts and ascertaining whether 
the traffic (since the Reading Co, took control) had been di- 
verted from the Central svstem. 

‘** The prop sition submitted was as follows: ‘1. The Read’ 
ing Co. to pay over to the Central Co. the net income de- 
rived from the operation of the railroads embraced in the 
Central system. 

‘2. The net earnings to be ascertained by division of traf- 
fic and the accounting upon the same basis as if the lease had 
not been made, so to prevent a diversion or distribution of 
traffic to the prejudice of the Central-Co. 

‘** *3, An auditor to be appointed by the Central Co., to be 
paid out of the funds to be provided by the Reading Co. 

‘** 4, Enlarged freedom and independence of action to be 
given to the management of the Central Co., as shall be 
found possible and expedient, not involving any interference 
with the traffic or physical management of the Central sys- 
tem, as will tend to advance the business of the Central Co. 

‘**5. Toinsure the most efficient management of the business 
of the Central Co. there shall be created a joint advisory 
committee! of four, to be appointed respectively by 
tke boards of the Centra), the Reading and the Lehigh Naviga- 
tion companies, and the Reading Receivers, to make such 
recommendations from time to time as may be calcu 
my in their judgment, to advance the interest of the Cen- 
tral Co. 

‘***6, In view of the foregcing, thefproceedings for the for- 
feiture of the Central Co. of the lease to the Reading Co. 
shall be suspended without prejudice until the results to be 
derived from the foregoing arrangement can be ascertained. 

‘* * Tt is believed under some such arrangement every pcssi- 
ble ground of complaint would be removed, a vigorous and 
intelligent administration be secured, and the expenses of a 
separate management he saved, thus insuring a very much 
better net result than can be obtained in any other way.’ 

** The auditors jointly appointed by the Central Railroad 
Co. of New Jersey and the Receivers of the Philadelphia & 
Reading, reported that the terminal] charges and credits had 
been arranged by the Reading Co. in a manner that was 
more favorable to the Central lines than those in vogue prior 
to the lease, and further, instead of there having been a 
diversion of traffic from the Central Railroad of New Jersey, 
that in the six months from April to October, 1885, there 
has been a net increase, or diversion of traffic to the 
Central Railroad system by the Philadelphia & Read- 
ing Railroad Co. equal to 41,231,404 ton-miles. 
So that in all respects the results attained for the Central 
Railroad Co. of New Jersey, under the operations of the 
Receivers, are in excess of those which would have resulted 
to the Central Railroad Co. of New Jersey had its road been 
conducted under the contract under which the Companies 
transacted the business prior to the execution of the lease. 

‘*The Philadelphia & Atlantic City Railroad Co., leading 
from Camden to Atlantic City, and which during 1884 and 
1885 was changed from a narrow to a standard gauge, has 

assed into the ownership of the Philadelphia and Reading 
ailroad Co., by its acquisition uf the capital stock of the 
said company. 

‘** The controlling interest in the capital stock of the Wil- 
liamstown & Delaware River Railroad Co., with which the 
Philadelphia & Atlantic City connects, has also been ac- 
quired by the Reading Co. These arrangements were made 
in partial adjustment of the relations of the Reading Co. 
with the Central, and were not entered into as a new or in- 
dependent investment.” 


GENERAL REMARKS. 

The report says, in conclusion: ‘‘ During the year the 
various committees of the bondholders and stockholders 
charged with the preparation of plans for the financial relief 
of the company have been endeavoring to arrive at some 
satisfactory solution of the problem, but, so far, without any 
definite result. No plan, obviously, which does not contem- 
plate the raising of a large sum of money for the relief of 
the pameeny, and the discharge of the receivership, can suc- 
ceed. 

‘* No available source was discovered from which the man- 
agement could during the pee obtain by loan the large 
amount of money needed, and no power exists under its char- 
ter by which it could effect a compulsory assessment upon its 
stockholders. 

‘* Although the efforts of the several committees have not 
resulted in the promulgation or adoption of any plan which 
has up to this time been accepted by the creditors-of the com- 
pany, yet it is believed that great advances have been made 
towards the final adjustment of the affairs of the company in 
the acquisition by its shareholders, bondholders and creditors 
of the true insight into its affairs, the causes of its financial 
embarrassments and the concessions and remedies which 
must be acceded to in order that the property may be pre- 
served intact. ; 

‘In closing the review of the year’s operations it is en- 
couraging to note a great improvement in the conditions of 
business, and the general conviction on the part of those best 
informed is that we are about to enter upon a term of re- 
newed activity. Harmony has been restored between the 
trunk lines and the advanced rates already established have 
been sufficient to protect our local industries from competi- 
tion. On Oct. 1, 1885, only 75 anthracite furnaces were in 
blast, but in that month 11 additional furnaces were blown 
in, 8 more in November and 13 more in December, and 
though no material advance in prices of ordinary irons has 
taken place, the increase in the ruling rates for steel rails 
from $27 to $35 a ton has stimulated a larger production in 
that line and imparted courage and cheerfulness to other in- 
terests. 

‘‘ There seems, therefore, good ground to hope that a steady 
improvement will occur in every kind of business, and if this 
expectation be fulfilled, there is no reason to apprehend that 
the Reading Co., which suffers disproportionately in periods 
of adversity, will not fairly share in the fruits of prosperity. 
The old formula that the market will take on an average an 
additional amount equal to 10 per cent. of the total produc- 
tion in each succeeding year, no longer holds good ; but if 
that increase could be obtained in an interval of three years, 
under the same conditions as prevailed in 1883, it would be 
possible to market in the year 1886 nearly 35,000,000 tons ; 
and though it may be unwise to hazard conjectures as to the 
precise features to be reached, enough is now known to render 
it reasonable certain that the output for the year 1886 will 
be the largest yet made, and if wise counsels shall prevail in 
the government of the business, the net earnings 0 the com- 
pany should show a corresponding increase.” 














